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ABSTRACT 
THE PROBLEMS AND DELIMITATION 
OF THE 
CENTRAL BUSINESS DISTRICT 
(ISO) 
William H. Quails, Author 
Malcolm G. Little, Thesis Advisor 
The major purpose of this thesis is to establish 
substantial criteria for the delimitation of central 
business districts. A secondary purpose is to compile a 
checklist of the many problems faced by American cities 
today in their central business districts. 
In the study of any area, one must first establish 
its functions and the relationship of these functions to 
outside areas before a boundary can be delineated. This is 
discussed in the first chapter. 
Once the functions and their pertinent character­
istics have been isolated, it is then possible to consider 
the factors which lead to the delimitation of their area 
of habitation. 
vi 
The author found that the activities of the central 
business district could be grouped into three functional 
combinations of Retailing and Gonsumer Services, Business 
Services and Wholesaling without Stock, and Wholesaling 
with Stock and Manufacturing. Each of these functions has 
special needs which must be satisfied if it is to operate 
at its maximum ability, and each also has characteristics 
of development which are peculiar only to its activities. 
These special needs and characteristics have been 
listed and defined as "indications" in Chapter II. They are 
Land Use, Density, Functional Areas, Rental Charge, 
Pedestrian Traffic, Transit Volumes, Parking Facilities, 
and Time-Cost Considerations. The study of these indications, 
through maps and text, will establish a preliminary boundary 
for the central business district. Resolving these indica­
tions into the final boundary will require an intensive 
field survey to cross-check the preliminary results and to 
make the concluding decisions. 
The third chapter applies the technique developed 
in the preceding chapter to a case study of the Atlanta 
central business area. The indications were individually 
mapped, with each undergoing a thorough analysis. After these 
maps pointed up a definite preliminary area, an intensive 
field survey was made to cross-check the indications and 
resolve them into the final boundary. 
The northern limit of the boundary is at Harris 
Street, The western boundary essentially runs along Spring 
from Cain to the Southern Railway offices. On the south, 
Trinity becomes the major boundary, continuing up to and 
around the governmental blocks. The eastern boundary encircles 
the rest of the governmental area and extends along Hunter 
up to Pryor. At this point, the boundary runs along the west 
side of Pryor up to Wall, where the properties on the east 
side become the boundary up to the Hurt Building. From here 
the boundary extends outward to include the Atlanta Division, 
the Fire Station, and the City Auditorium. The remainder of 
the eastern boundary essentially runs along Ivy up to Harris. 
This final delimitation emphasizes the same four areas 
which consistently received the highest values in the indica­
tion studies: the Davison Ts shopping area, the Rich 1s-White-
hall shopping district, the office buildings in-between, 
and the governmental area. These results uphold the validity 
of using the indication method for establishing the proper 
boundary of the central business district. 
The secondary purpose of this thesis was accomplished 
after thorough research on the central business district, 
and resulted in a listing of questions to be considered and 
answered in pointing up and solving the problems which 





THE CITY AND THE CENTRAL BUSINESS DISTRICT 
The City 
The history of the world, to a considerable degree, 
is the history of cities. Cities have been the centers of 
political power, the seats of religious influence, and the 
center of the development of arts and sciences from the 
early days of civilization. The Mediterranean ports were 
the focus of trade in the old world, and these seaports 
rose and fell in power and supremacy as their military 
might rose and fell. 
Cities have been the magnetic poles to which have 
flowed goods and wealth from tributary areas and to which 
have been attracted the most energetic, the most able, and 
the most ambitious of the population. The dominating 
influences of civilization have flowed from the cities of 
the world. Economic, political, military, and cultural 
power has reached out from one city, such as Rome or 
London, into the far corners of the world, with trade as 
the traveling companion of this power. World society has 
been molded by the cultural influences of cities. 
The history of civilization is a history not only of 
the growing dominance of cities, but also of an increasing 
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proportion of the population living in cities. The rate of 
increase was moderate and irregular before the Industrial 
Revolution, but afterwards sharp increases were the pattern 
in urban population growth. This urban growth was more 
rapid in the United States than in Europe after the change 
to modern Industrial Urbanism.l 
Although the process of urbanization has been complex, 
the basic forces can be readily identified. The change from 
a rural to an urban way of life, in general, has been the 
accompaniment of a change from a simple handicraft economy 
to an advanced type of modern industrialism. s Cities have, 
in a manner, developed as integral parts of the productive 
and distributive machinery. This economic equipment com­
prises, in part, the spatial pattern in functional areas, 
the street system, the buildings of the city structure, and 
the people who work, play, and live therein. Although our 
factories and efficient machinery have developed through 
efforts of skilled planning, the same, unhappily, does not 
apply to the development of our cities. 
Location of Cities 
Geography, of course, has had much to do with the 
location of cities. Before the Industrial Revolution, when 
chard U. Ratcliff, Urban Land Economics, New York: 
McGraw-Hill, 1949, p. 19. 
^National Resources Committee, Our Cities, Washington: 
U. S. Government Printing Office, 1937, p. 26. 
war was continually rampant, the cities which were favorable 
to defense were the ones that prospered. Thus, many Greek 
colonies were established on islands, Rome on seven hills, 
London in the swamps, and Paris on an Island. 3 As trade 
assumed a predominant role In society, favored areas were 
those located at breaks In transportation along the routes 
of communication between the source and final market for the 
goods. Thus, cities grew where navigable bodies of water 
met the land, or where navigable waters met or crossed; they 
grew at Intersections of overland trade routes, where the 
mountains found the plains, and at river obstructions which 
required unloading and transfer or change to another means 
of transport. 
As the Importance of industry grew, locations grew 
most rapidly which had some economic advantages for certain 
types of Industry; such as raw materials, necessary power 
resources, skilled labor, a certain climate, or a large mar­
ket for the product to be produced. 
Though manufacturing and trade are the predominant 
activities In most urban areas, many owe their existence to 
other activities. But even these special function cities 
are found at locations with special natural advantages, 
suitable to their needs. Thus, recreational and health 
centers have been located in areas where climate or other 
°Richard M• Hurd, Principles of City Land Values, New 
York: The Record and Guide, 1924, p. 22. 
geographic considerations have proved advantageous to their 
purpose; mining centers, or others associated with different 
extractive processes, located where nature gave them 
"strikes"; and political capitals, where laws are made and 
administered, have been placed with regard to centrality in 
the area of jurisdiction, seeking a location of optimum 
accessibility. 
Transportation 
The limited nature of the transportation facilities 
of the past favored concentration of industry, commerce, and 
other human activities. Without the enormous accomplish­
ments in the transportation industry of mass transit, rail­
roads, trucks, buses, and private cars, the difficulties 
created by the movement of men and goods within and between 
cities would have prevented the development of cities of the 
size, complexity, and efficiency that characterize our 
economy today. 
Centralization of manufacturing and distribution 
could never have occured without this parallel development 
in the methods of transportation. In addition to allowing 
for a wider territorial separation of producing and distri­
buting functions, these advances have also contributed to 
specialization and the division of labor as well as to the 
mobility of labor. 
Land Use Structure of the City 
As cities grow and mature, a rational pattern of land 
use tends to come about; a basic structure composed of the 
several functional areas in which are concentrated the main 
urban activities such as recreation, retailing, residential, 
etc. In spite of minor differences resulting from variations 
In size, topography, and accidents, the same basic tendences 
appear In all cities.^ 
Increasing specialization of function has character­
ized the growth of our present economic organism. As settle­
ments grow into towns and cities, there is evidenced an in­
creasing tendency for uses of like character to group 
together In functional areas. The segregation of social and 
economic groups of the population is reflected In the in­
creasing variety of the quality and type of housing. Within 
the central business area there appears a definite tendency 
to¥/ard the grouping of like uses» 
In every city, there is discernible a rational land 
use pattern, and the processes of readjustment to changing 
conditions are always in motion. And this is the basic 
cause of land use Inefficiencies: the constant lag result­
ing from the dynamic nature of society, socially, econom­
ically, and technologically, which impinges upon the rigid­
ity of physical improvements. This long physical life of 
:Ratcliff, op. cit., p. 568. 
Improvements, continuing far beyond the time when they 
adequately serve the needs of the community, creates a major 
obstacle to the readjustments in land use to changing con­
ditions; for replacing an existing improvement is not just­
ified until the value of the cleared land exceeds the present 
value of the Improved land. The basic difficulty lies in the 
Inability of men to make long-term forecasting of all 
social, economic, and technological changes with exactness. 
Another difficulty is the high cost of buildings. Even when 
it is possible to foresee a change within a few years for a 
particular location, which would justify a type of land use 
not presently supportable on the site, It Is not often pos­
sible to construct a building for a use that is presently 
appropriate at a cost which is low enough to be retired 
over the short period of time in which the building will be 
used. 
Location of Land Uses 
Each urban land site, at any given point in time, is 
fixed within a set of space relationships with all other 
sites which have significance mainly in terms of the use 
made of all other sites and the human activities taking 
place there. For example, a site In the GBO would have 
great value for a retail use if other large retail u3es 
were close-by, but the same site would have a negative value 
if it were to be used for residential purposes. That site 
for which any given land use is most advantageous is that 
site having the particular set of space relationships most 
favorable for that use which can be translated into an 
economic rent paying capacity that is greater than is pos­
sible for that use on any other site. That land use which 
for any given site is most advantageous is that use for 
which the set of spatial relationships associated with the 
site is more favorable than for any other use, and which 
can, therefore, outbid others for the location.^ 
Convenience to the greatest number of people is 
required by some uses; thus, the C3D, in the center of the 
city at the focus of transportation lines, Is in high demand 
and commands high rents. Factories might desire a location 
that would be most convenient for their workers in traveling 
back and forth to work, but they would also have to consider 
proximity to transportation facilities for efficient delivery 
of raw materials and finished goods, and other needs of their 
special activity. 
Haig has Indicated that each human activity can be 
broken into functions and how, for each function, a definite 
set of space relationships is most advantageous.^ Thus, in 
many cities, various functions compete for the most favorable 
locations, and the packet of functions that usually make up 
some of the familiar land uses are sometimes divided with 
5Ratcliff, op. cit., p. 373. 
DRobert M. Haig, Major Economic Factors in Metropol­
itan Growth and Arrangements, New York: Regional Plan of 
New York and Its Environs, 1927, p. 39. 
certain of the functions being carried on in other locations 
where the rent is appropriate. As an illustration, a 
department store might sell some of its merchandise from 
floor samples while the actual goods going to the customer 
are wrapped and shipped from a warehouse miles away. An 
enterprise involving many functions, and each function 
having a different set of space relationships most favorable 
to its operation, is faced with a rather complex site 
problem requiring the balancing of advantages and disadvan­
tages for the various functions. 
Several types of urban land use are not competitive 
in the sense of finding the same sites advantageous. A high 
class residential district will tend to avoid railroads, 
while Industry will quite often seek locations in close 
proximity to them. But, where competition exists, it is one 
of two kinds: competition of uses, each of which finds a 
special and different advantage in certain space relation­
ships that characterize the site, such as the competition of 
an industry and a residence for a site on a river bank; or 
a competition of uses of similar character where each use 
seeks to exploit approximately the same set of space 
relationships, such as the competition of two types of 
retail outlets for a central business district location 
where there is a particular advantage in being at a location 
which is most convenient to the greatest number of people. 7 
7Ratcliff, op. cit., p. 385. 
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The Costs of Friction 
The problem of land use space relationships faced by 
the city Is that of creating an efficient city structure 
within which all the functions of working and living can be 
carried on with the minimum of time and money cost in trans­
portation. The underlying objective of city planning Is to 
minimize the "costs of friction", which are the sum of 
transportation costs and site rentals for the aggregate of 
all land uses. Thus, the best planned city is one where the 
aggregate site rents are least and/or the transportation 
system is superior. Rent is the charge which the landlord 
can levy in return for savings in transportation costs. 8 
Transportation costs and site rents are complementary 
in the sense that possible renters of the sites adjust what 
they are willing to bid In accordance with the transportation 
savings In cost that the use of a particular site will per­
mit. Improvements in transportation which help only a part­
icular area will result in higher rents for that area, but 
general improvements In transportation will reduce the dif­
ference or relative advantages in convenience for a part­
icular area and result In rent reduction for the area whose 
advantage has been reduced. 9 
R. M. Haig, Major Economic Factors in Metropolitan 
Growth and Arrangement, New York: Regional Flan of New 
York and its Environs, 1927, p. 39. 
9Ratcllff, op. cit.. p. 372. 
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The opportunity for any one land use, seeking the 
lowest total of rent and transportation costs, to minimize 
the total is limited by the competition of lower type uses 
which will bid up to the savings in transportation costs 
that the use of a certain 3ite will permit. Not only must 
the cash cost of transportation be considered, but the time 
element as well, and other disutilities of travel such as 
uncomfortable or inconvenient transportation facilities. 
These travel disutilities must also be compared with 
the value systems of the social groups who are involved in 
traveling. Religious groups seek locations near the church; 
while a family with children might prefer to sacrifice prox­
imity to work for a location near school facilities. 
Conclusion 
It might be said that the land use structure of the 
city Is determined through convenience and the dollar eval­
uation of its Importance. The many potential urban land 
users are concerned with various convenience desires which 
reflect each special combination of functions in one enter­
prise. While a certain type of convenience may be very 
essential to certain uses, it may well be a matter of total 
indifference to another type. The space relationship focus 
for residential uses is outward, for the convenience of the 
family is the determinant of the economic rent; while the 
retail outlet has an inward focus, from the potential 
11 
customers within the zone of influence, for It is this con­
venience for customers that determines the rent-paying 
ability. 
The Central Business District 
Whether an urban community was established at a 
junction of overland trade routes, along a navigable water 
body, at an Inland break-of-bulk or change-of-ownership 
transportation site, or at some strategic point favorable 
for raining, manufacturing, religious or resort activities, 
the primary focus of internal activities and the major con­
tact with a tributary area was found In the business 
district.10 This Is the characteristic that makes the 
Central Business District (CBD) the predominant area within 
a city, regardless of size. However, for the purposes of 
this thesis, reference to the CBD will be made in terms of 
the larger cities and their central district area rather 
than attempting to deal with the various degrees of size and 
concentration. This does not mean that the functions and 
characteristics of the relatively smaller central districts 
differ completely from that of larger cities, but, rather 
that the difference is mainly one of degree; and in this res­
pect, restriction to a larger CBD study area appears justi­
fied. 
1 0 G e o r g e W. Hartman. "The Central Business District-
A Study In Urban Geography", Economic Geography, vol. 26, 
October, 1950, p. 237. 
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The attraction which draws people into the central 
business district is the complex of functions performed 
there; consisting of social, cultural, political, and ser­
vice functions as well as administrative and trade activ­
ities . 
The CBD is not only the principal location of certain 
types of economic and social organizations, but It may also 
well be the political and economic headquarters of the metro­
politan area. As one anology states: the headquarters area 
serves the same function as does the office in the industrial 
plant; all lines of control for all the other parts of the 
establishment and for its outside activities interact there, 
forming a strategic center of the web which unifies the rest 
of the city and binds the city to its hinterland. 
It is such managerial functions that tend to make this 
part of the city a point of dominance rather than the mere 
aggregation of retail establishments and the convergence of 
transportation routes. It is the area where Intelligence Is 
received and transmitted, where brains and ability concen­
trate, where the community is most a l i v e . H 
Johnson, in his land use analysis of Chicago !s CBD, 
describes the CBD as the area where the economic life of 
the city reaches its maximum intensity. Of all the market 
1 3-R. D . McKenzie, "The Concept of Dominance and World 
Organization", American Journal of Sociology, 33:30, 
July, 1927. 
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and business areas of the city, here Is located the one 
exercising the greatest dominance. Here also are concen­
trated not only the market Institutions in the strict sense 
of the term marketing, but also the coordinating, control-
Ing, managing, policy-forming, and executive institutions 
which are integral parts of the great metropolitan market 
structure. Furthermore, the dominance of the area is, In 
part, a function of the fact that the CBD is also the eco­
logical center of the city. This is true because here is 
that spatial position within the community structure where, 
due to the time-cost transportation relations which it bears 
to all sections of the market area, a complex of economic 
institutions is able to operate with optimal efficiency--
and this, despite the exceedingly high land values and 
rents. The ecological center of Chicago does not happen 
to be the geographic center. If the lake did not prevent 
areal expansion on the east, It is fair to venture that the 
two centers, with reference to the local market, would be 
the same. The ecological center always marks the position 
of greatest economic activity. And the CBD is the focus of 
the city in another sense: from this area the community has 
grown concentrically like the rings of growth in a tree. It 
Is the mother cell from which the whole community has 
emerged. Finally, it is both the oldest and newest area of 
14 
the city, for here was its place of birth and here is always 
found the confusion of change or fresh b e g i n n i n g s . 1 2 
If there is one feature of the CBD which is the most 
prominent, it is that this area and the metropolitan district 
of which it is the center are inexorably tied together in a 
web of reciprocal relationships 
The CBD is concentrated around the focus of intracity 
transportation by sidewalks, mass transit, and private car. 
Because of the asymmetrical growth of most cities, it is not 
generally in the geographic center of the city, but actually 
nearer one edge. Because established internal transportation 
lines converge on it, however, it is the point of most conven­
ient access from all parts of the city, and, thus, Is the 
point of highest land values. 
The process by which the many functions settle in the 
CBD seems to be determined in part by tradition, convenience, 
accessibility, and economics. Johnson states this economic 
principle to explain the selective character of the Chicago 
C3D functions: those economic functions which were located 
in the CBD, in any given economy, were those whose books, 
so to speak, could still show a profit after the charges for 
1 2 E a r l S, Johnson, The Natural History of the CBD, 
with Particular Reference to Chicago, unpublished Ph. D . 
dissertation, Dept. of Sociology, Univ. of Chicago, 1941, p.5. 
1 3 G e r a l d William Breese, The Daytime Population of the 
Central Business District of Chicago, Chicago: Univ. of 
Chicago Press, 1949, p. 25. 
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aite rent bad been subtracted from the gains which accrued to 
them by virtue of their location at this strategic communi­
cation and transportation center. With respect to non-
economic functions, a position in the CBD permitted them to 
perform in a more efficient manner than did any other loca­
tion within the community. This was also largely due to the 
fact that this was the center of communication and transport­
ation of the city. For both economic and non-economic 
functions, this area has been the place where each could most 
effectively exercise its greatest dominance, i.e., perform 
to the maximum its proper activity.^ 4 
The situation of the CBD means economy to both the 
businessman and his client in terms of time, convenience, 
and efficiency. Even the most casual observer of the CBD 
activities Is aware of the main business of this area. It 
should seem logical that administrative offices, profes­
sional work, and specialty merchandising should predominate. 
It is likely, however, that the casual observer does not 
realize the extent of these activities and the tributary 
functions that relate to them. He does not stop to think 
why some functions can be found at the center which are not 
available elsewhere. Perry has indicated that main banks, 
Johnson, op. cit., p. 7. 
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large department stores, dealers in musical instruments, fur-
riers, jewelers, etc., generally are found only in the CBD. ^ 
It is apparent; however, since the outlying business districts 
have developed, that it is unnecessary for many to go down­
town quite so often. In spite of this, the functions of the 
CBD have remained pretty much the same over a long period of 
time, and though more and more people live farther and 
farther from the CBD, the number attracted to It daily 
changes surprisingly little. ° 
Expansion and Decentralization 
The changes In function that are taking place seem to 
be due mainly to expansion of CBD activities desiring to tap 
exclusive markets which do not materially affect the CBD as 
a whole; and decentralization or duplication of CBD services 
in outlying areas which can have considerable effect on the 
central area. 
During the growth periods of the city there is a con­
stant shifting of the land-use structure as adjustment takes 
place to the new needs of the community. Ecological shifts 
involve a succession of uses, the altering of structures 
for new uses or the demolition and replacement of existing 
buildings. Sometimes the succession does not involve a 
15 
Clarence Perry, "The Neighborhood Unit, A Pattern 
for Planning Residential Developments," Neighborhood and 
Community Planning, New York: Regional Plan of New York and 
its Environs, 1929. 
16 
Breese, op. cit., p. 1. 
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distinct change in use, but rather a more intensified nature 
of the same use, as in the replacement of a small two-story 
office building with a skyscraper office structure. 
Also, as cities grow, there is an increasing demand 
for land for commercial and recreational use, for public 
buildings, churches, transportation facilities, and public 
utilities. The CBD uses expand and push outward against the 
surrounding less intensive uses. 
Many times these less intensive uses form a partial 
ring of blight around the CBD which is characterized by 
physical deterioration and a mixture of land uses. This 
is a zone in which the replacement of existing uses is not 
economically justified or where succession is delayed by 
the over-optimistic judgement of property owners who over­
value their land and ask exorbitant prices for its purchase. 
Often this blight is the product of a combination of factors 
which have checked CBD expansion, and the blighted area can 
only deteriorate further until the owners are willing to 
accept prices for their land that can be justified by the 
uses appropriate for that location. 
As the CBD expands into other areas, it often leaves 
in its wake a blighted and obsolescent area. Business con­
cerns abandon the older buildings for newer structures that 
are more strategically located and better adapted for their 
special purpose. The cast-off buildings are usually 
occupied by concerns catering to customers with less metic-
18 
ulous tastes and demands; such as cheap hotels, second-hand 
stores, pawnshops, "greasy spoon" eateries, beer parlors, 
light manufacturing, etc. 
Decentralization of some CBD uses and growth in the 
importance of outlying retail centers has also decreased the 
importance of the CBD; accounted for in part by the decline 
17 
In the convenience advantage of the CBD. The automobile 
and the bus, together with CBD congestion, account for a 
portion of this convenience decline. Another factor is the 
population decline in the center of the city which Is the 
area most convenient to the CBD, and the accompanying 
growth in the peripheral areas which are most convenient to 
the outlying shopping centers. 
Another factor which has developed to diminish the 
need for CBD area in relation to the population is the tech­
nological advance in the skyscraper and elevator. This has 
led to vertical expansion and results in creating less demand 
for ground area. 
As the growth of cities slows down and their economic 
structure becomes stabilized, it seems likely that the CBD 
will cease expanding In ground area, although there will 
still be many economic, social, and technological changes 
which will affect the character of the CBD in other ways. 
Many cities, large and small, have apparently approached the 
upper limits of size, and some are destined to remain 
Ratcliff, op. cit., 
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stationary or actually lose population. In such communities, 
relatively little expansion of the commercial area will 
occur and the business district will remain in the same 
location with only minor changes around its m a r g i n . 1 8 
Central Business District Land Values 
Urban land values are determined by the space demands 
and this demand can exist only where there is a concentration 
of population or a possibility that such will exist in the 
future. In addition to being of great economic importance, 
real estate values affect human relations In many ways, and 
in turn are affected by the movement and distribution of 
people and commodities, by race and culture, by standards 
of living, and by transportation facilities. 
In a land value study for St. Paul, Schmld found that 
the highest land values, from ^3,000 to §5,000 per front 
foot, were at the principal points of traffic convergence, 
and the uses in this "100 per cent district" were large 
department stores, the variety chains, the smart apparel 
shops, interpierced with drugstores, restaurants, and 
Noel P. Gist, and L. A. Halbert, Urban Society, 
third edition, New York: Thomas Crowell Co., 1950, 
p. 115. 
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and specialty stores. These values diminished as they got 
farther from the central focus until the lesser CBD uses 
were paying $100 to $300 per front f o o t . 1 9 
Pedestrian Traffic and Land Values 
The weather vane of land and rental values in the 
CBD Is, in general, considered to be the pedestrian traffic, 
and streets with the heaviest volume during a day are the 
most favorable locations for certain types of CBD uses. 
The ones which are usually willing to pay dearly for these 
locations are the large department stores, variety stores, 
restaurants, drug stores, and women's clothing shops. This 
pedestrian movement is very responsive to physical and 
climatic conditions such as winter winds and hot summer suns. 
These conditions influence the flow of foot traffic, and 
indirectly, land values. Pedestrian traffic is very capri­
cious; it may shift from one place to another because of 
certain physical changes, and retail establishments tend to 
follow its general course. The land values depend not only 
on the volume of traffic attracted to a specific area but 
also on consumer tastes and interests, their purchasing 
power, and transportation facilities. 
Calvin P. Schmid, "Land Values as an Ecological 
Index," Research Studies of the State College of Washington, 
Seattle: Univ. of Washington, Press, vol. 9, pp. 31-36, 
March, 1941. 
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The Functions of the Central Business District 
There is little disagreement between most authors and 
professional men as to what functions properly characterize 
the CBD. The confusion which does exist in identifying 
these functions seems to come from the degree or extent to 
which various Individuals desire breaking them down. Often 
these functions are listed as social, cultural, political, 
service, trade, and administrative. At other times these 
classes are combined to form fewer groups, or broken down 
to form additional groupings. 
The functional classifications used in this thesis 
do not subtract from what are usually considered CBD 
function, but rather combine the activities into groups 
having a common denominator or characteristics which dis­
tinguish them from others. 
The land use types of the CBD must be established 
before the functional areas can be located. The usual 
method of classifying land uses in the CBD would be through 
a listing of commercial, industrial, and public uses. 
These types are not specific enough to adequately cover the 
needs of this thesis. A more detailed breakdown of basic 
land use types will be used here, and these types will then 
be used to form functional a r e a s . 2 0 
Sessions, Philadelphia Central District 
City Planning Commission, 1951, p. 3. 
Alders on and 
Study, Philadelphia: 
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The basic land use types differ from each other in 
terms of who must have access to the site and for what 
purpose. These would be: 
Retailing: All establishments selling goods primarily 
to the customer, including department stores and 
specialty shops with area wide attraction and service 
or convenience stores serving the daytime population. 
Manufacturing: All establishments engaged in the pro­
duction of fabricated goods, ranging from loft manufac­
turing upward. 
Wholesaling with stocks: Wholesaling establishments 
which keep stocks on the site and sell from them; 
necessitating display rooms and warehouses. 
Wholesaling without stocks: Establishments making 
sales transactions without maintaining stocks on the 
premises. The usual requirement here Is for office 
space; occupied by brokers and commission men, and 
wholesalers, for such products as coal and lumber, 
where the wholesaler takes ownership but not physical 
possession of the goods. 
Business Services: Activities for which the other 
establishments are customers and in which services, 
rather than goods, are sold. The usual requirement 
here is also for office space; occupied by law firms, 
advertising agencies, insurance or real estate agencies, 
engineering firms, etc. 
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Consumer Services: Establishments providing services to 
the consumer. This group ranges from repair and barber 
shops to museums and churches, having a wide range of 
public, professional, and personal service in between. 
The second classification method involves the grouping 
of these six basic land use types into three classes and 
labeled functional combinations since they provide a basis 
for determining functional areas. 
Manufacturing and Wholesaling with Stock: These activ­
ities require large amounts of space for the storage 
and handling of goods, usually provided for in the form 
of factories and warehouses; and both tend to repel 
other types of activity. 
Business Services and Wholesaling without Stock: Both 
of these classes can usually afford maximum convenience 
and prestige in location, and primarily require office 
space. Both deal with other businesses rather than the 
consumer, and neither keeps goods on the premises. 
Retailing and Consumer Services: These two activities 
are primarily held together by pedestrian consumer 
traffic. Although usually found together, they are not 
commonly in balanced proportions. Large service estab­
lishments, such as public institutions, create oppor­
tunity nearby for small retail stores, while large 
retail establishments, by drawing consumer traffic, 
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create opportunity in the immediate neighborhood for 
small service establishments. 
To more completely understand these functional group­
ings, it is necessary to discover their relationships to 
each other and to outside areas, their needs, and their 
major characteristics. This will be discussed in the remain 
der of this chapter. 
Retailing and Consumer Services 
Retailing.—This is a CBD activity which undergoes constant 
change as the population increases or decreases, and the 
standards of living rise and fall. It is the greatest con­
sumer drawing power in the CBD and also accounts for a large 
group of the regular daytime population in the form of the 
clerical staff necessary to the operation of the retail 
establishments. 
This area remains the market place or bazaar to which 
customers must come to examine available assortments and 
select items fitting their peculiar needs; and its special 
attraction lies in the advantages it offers for competitive 
shopping, wide selection, variety, comparison, and luxury 
Items unavailable elsewhere. 
If merchandise is fully standardized, it is not neces 
sary for consumers to buy in the CBD. Not only packaged 
foods but all other branded products can be sold at any 
convenient point at which enough customers are available 
to provide a necessary profit to the enterprise. Appliances 
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and many household items tend increasingly to move through 
outlets nearer to the city residential areas. The latest 
in fashions and materials, and the luxury lines, however, 
tend to be anchored in the CBD where the customer buying 
power permits the stores to handle this type merchandise 
and still not lose heavily if the latest fashion suddenly 
becomes a dud. In selecting an article, such as an 
expensive dress, the purchaser is measuring the article 
against urban standards, and her yardstick for such stand­
ards Is likely to remain In the CBD stores in apparel, 
home furnishings, and several other lines. 
Prom the standpoint of the CBD stores, there is a 
constant battle to get the maximum amount of sales from 
a limited amount of high-priced space, and the development 
of new products and of changing styles allow them to do 
this, while standardization tends to favor the decentralized 
shops. The CBD retail outlets must capitalize to the ful­
lest extent on their opportunities to sell additional items 
since they steadily lose out proportionately to surburban 
shops on many articles that enjoy a national reputation. 
The larger stores are likely to continue to move in 
the direction of partial decentralization, breaking down 
their packet of functions and locating them in the most 
advantageous areas. Those which have tried opening branch 
stores find that the main store has been strengthened In a 
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number of w a y s . 2 1 This also tends to remove an additional 
number of transactions from the CBD in which convenience 
rather than style is the major consideration. The ware­
housing function of large retail stores has largely been 
decentralized, and many articles, such as furniture or 
other bulky household items, are 3old in the downtown 
store from floor models and the actual purchase moves 
directly from the warehouse to the consumer's home. 
The enormous growth in the suburbs of American cities 
will undoubtedly pose some serious problems to the downtown 
r e t a i l e r s . 2 2 As one example of this growth, St. Louis f 
suburbs grew forty-eight per cent while the city itself 
added only six per cent to its population between 1940 and 
1950. This population growth tells only part of the story, 
for in addition to being "new customers", they are also bet­
ter customers, (being younger, having more children and thus 
potentially bigger spenders than city families) and have an 
average income estimated at $6,500 a year, seventy per cent 
higher than the income of the average American family. Many 
of the big department store branches are already taking 
advantage of this ready cash and are stocking many items in 
their suburban branches which would be out of place In their 
main CBD outlets. 
2 1 R a t c l i f f , Urban Land Economics, op. cit., p. 58. 
op 
Time Magazine, "Flight to the Suburbs", March 22, 
1954, p. 102. 
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A Chicago Census of Business taken nineteen years ago 
showed that only 5.5 per cent of the retail stores in the 
city were located in the CBD, but that they did twenty-six 
per cent of the total business of retail sales. 2 The 
extent to which "suburbia" and outlying shopping centers 
will affect the CBD retail stores In the future is a quest­
ion of vital concern to the nation's businessmen. 
The balance between specialty stores and department 
stores in the downtov/n areas appears to shift back and forth 
within a moderate range over the years. The specialty store, 
undoubtedly, has a greater appeal to the consumer whose 
tastes lie in one particular direction* Some consumers, just 
like stores, tend to be specialists. This varies all the way 
from the lady who desires the special fashion model from the 
custom-made apparel shop to the "camera-bug" who must have 
his specialized equipment. Collectors and hobbyists are 
more likely to go to specialists in records, books, and 
camera supplies than to the corresponding departments In the 
large retail store; while the consumer who has to select many 
items within a limited amount of shopping time will prefer 
the large department store. 
There are a number of factors that influence the 
amount of space required by retail outlets and that account 
for, in part, the variation among cities in the relative 
U. S. Bureau of Census, 1955 Census of Business, 
1935, p. 27. 
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extent of retail land use. Bartholomew found that the ratio 
of store frontage was highest in cities of 50,000 to 100,000 
population; that it was considerably lower in smaller cities, 
and that the ratio decreased from the high point as popula­
tion increased. 2 4 
Population density is one factor in determining the 
demand for retail space. Where population is concentrated, 
fewer stores are needed than where the opposite is the case. 
Another factor is the city fs hinterland area. The social and 
economic characteristics of the people are also determining 
factors, for their pattern of expenditures are conditioned by 
their income and social values. 
Two factors which bring about changes in demand for 
retail space within an area are changes in population and 
changes in family income levels. Although demand for 
retail space increases with population growth, it is not in 
direct proportion; while population decrease brings a les­
sening demand whose readjustment tends to lag behind. 
It has been suggested many times that there is more 
land in retail use than Is economically justifiable. This 
situation is the result of the misguided optimism of indivi­
duals coupled with the relative ease with which a retail 
business can begin. 
^ % a r l a n d Bartholomew, "Urban Land Uses", Harvard City 
Planning Studies, IV, Cambridge, Mass: Harvard University * 
Press, 1932, p. 77. 
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The qualitative aspects of a retail site are its loca 
tion, size, and shape. The most important of these Is loca­
tion, for the merchant can adjust his operations to fit an 
area limitation, but there Is relatively little that can be 
done about an improper location. 
Each retail site is the focus of a unique combination 
of social and economic forces. Thus, locations vary due to 
the difference of geographical relationships with existing 
land uses and population groups* The value of a site for 
retail purposes lies in these relationships, for each mer­
chant prefers that situation which is most convenient to 
that group of potential customers he seeks to serve. Since 
there are several retail outlets seeking to serve all con­
sumer groups, it is apparent that all stores cannot be loca­
ted with equal convenience. Thus, the various retailers 
compete for the preferred locations, and the final retail 
pattern is determined by a process of competitive bidding. 
There is a more or less definite set of standards 
used by each type of retail store in selecting locations. 
They attempt to find spots that closely conform to their 
standards, for experience has shown that they cannot afford 
to operate profitably In another location. 
Ratcliff has listed standards for site selection 
practice among large national chain s t o r e s . 2 5 First, the 
Richard U. Ratcliff, "The Problem of Site Selection," 
Michigan Business Studies, vol. IX, no. 1. 
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number of potentially acceptable locations is limited to the 
generally appropriate parts of the city retail structure. 
Next, the acceptable areas are tested on the basis of whether 
another store of their particular type can be supported. 
This frequently requires a careful analysis of potential vol­
ume of business that can be done at a particular location. 
This potentiality is based upon a quantitative and qualita­
tive analysis of pedestrian traffic, often supplemented by 
estimates of the sales volume of competitors in the vicinity. 
The objective of the pedestrian traffic count is to determine 
the number of potential customers who pass the site or who 
are in the vicinity and might be attracted to a store located 
there. Site traffic counts relate mostly to Impulse shop­
ping; for shopping goods, counts at various points In the 
immediate vicinity are necessary; and for specialties, traf­
fic counts have little or no meaning. 
All chains attempt some prediction of the future of 
the retail district and to forsee any shifts that may affect 
the traffic stream and the sales volume of the site being 
considered. They avoid any districts showing a decline, and 
where shifts in the retail district are apparent, they attempt 
to secure a location advantageous to this shift. 
There are a number of site characteristics that are 
regarded as detrimental to all retail outlets, such as near­
ness to undertaking establishments or land uses that create 
objectionable odors or noise. Blocks that are unusually 
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short, or where the shopping continunity is broken by banks, 
churches, or institutions, are not desirable; and level ter­
rain is definitely preferred to locations necessitating hill 
climbing for potential customers. Too much traffic, creating 
congestion, is detrimental; and dilapidated and unsightly 
structures are quickly avoided. 
The variety store chains insist upon sites that are in 
the vicinity of the women's shopping zones; while drug 
stores have more flexible requirements, the major consider­
ation being convenience to large numbers of people. Rest­
aurants and eating places try to locate at points near the 
economic groups they serve at mealtimes. 
The women's shopping goods stores are the most highly 
crystallized group of retail structures in the CBD. This 
district, at the focal point of the transportation system 
and most accessible to the greatest volume of purchasing 
power, is usually the core of the retail area. To facilitate 
comparison of apparel shop offerings, the convenience of one 
shop to another is important to the customer. The common 
household practice of shopping expeditions, which involve 
visits to a number of different type outlets, encourages the 
clustering of those shops which are most often the target 
of the expedition. The combination most frequently Involves 
department stores, apparel shops, and variety s t o r e s . 2 6 
^ a t c l i f f , Urban Land Economics, op. cit., p. 61. 
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Variety stores are found in this group not because of 
comparison shopping factors, but because small purchases 
offered in the variety outlet are normally incidents to the 
shopping expedition. Women do not usually make a special 
trip downtown for variety store purchases, but rather accum­
ulate their needs in various lines until it is worthwhile to 
make the trip in the interest of a number of purchases. It 
is very convenient, then, for the shopper to find the varie­
ties closely located with respect to establishments previously 
mentioned which originate shopping expeditions. 
The high-class women's apparel stores are often separ­
ated from the popular-price areas due to the buying habits 
of upper-income groups. These women usually make the trip by 
private automobile rather than mass transit, thus presenting 
less reason for these stores to locate at the center of trans­
portation facilities. In fact, there is an advantage in 
avoiding the congested center and locating in an area most 
accessible by automobile to the fashionable residential areas. 
The shopping of this group is concerned more with quality, 
prestige, and fashion rather than price considerations. 
Jewelry stores are most likely to be found at the 
periphery of the women's shopping district. The jewelers 
rarely compete successfully for the choice sites in women's 
district because of the fact that many items offered by the 
jeweler are of relatively high economic importance and pur­
chased only infrequently. The fact that there is little 
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tendency for jewelry stores to seek each other's company 
intimates that jewelry buying does not necessarily involve 
immediate comparison among several shops. 
Furniture stores are usually on the periphery of the 
CBD. Competition with other uses for choice sites is 
limited for these stores due to the large bulk of stock which 
requires considerable display and storage space, and furn­
iture purchases are made rather infrequently. Since furn­
iture purchasing is not usually incident to the general shop­
ping expedition, there is no strong incentive to locate near 
other particular uses. 
Consumer Services.—This activity and retailing are primar­
ily held together by pedestrain traffic and though usually 
found together, they are not necessarily in balanced 
proportions * 
Consumer services form the broadest category of all 
the six basic land use types as to type of facility, although 
it covers only those establishments providing services to 
the consumer, it ranges from repair and barber shops to 
museums and churches, with a wide range of public, profes­
sional, and personal service in between. 
A three way division of this category should assist 
in the understanding of the varied types of facilities. 
This would consist of services requiring presence of the 
consumer, services not requiring presence of consumer, and 
publi c Ins 11tut ions• 
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The first group includes establishments such as med­
ical and dental services which require downtown office space 
since their service area is the entire city, and oftentimes 
a wide hinterland region. It is also necessary that within 
the CBD they are linked to public transportation and acces­
sible parking areas. While somewhat less importance is 
attached to location by this professional service than by 
retail merchants or other consumer services, the physical 
characteristics of the building and the services provided 
by the landlord are more important. Thus, landlords often 
equip their buildings with special services and facilities 
to attract the special occupancy of professionals such as 
doctors and dentists. Other considerations which tend to 
form medical groupings are the practice of referring patients 
from one specialist to another, and the prestige attached to 
a location in a building housing the offices of prominent 
members of the profession. Such specialised buildings or 
streets often attract small retail outlets which supply 
drugs, prescriptions, eye glasses, and other goods which are 
necessary after visiting the physician or other consumer 
service specialist. 
Other establishments requiring the presence of the 
consumer would be the personal appearance shops such as 
barber and beauty outlets, and the hotels used for residential 
and group gathering purposes. The barber shop type service 
draws heavily on the OBD daytime population and does not 
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require strategic location near transportation lines, but, 
rather satisfies its need by drawing from pedestrian traf­
fic and often acting as a particular service to specialized 
buildings. Department stores also have shown a tendency to 
include some consumer services in their new departmental 
expansions; often boasting of personal care services such as 
beauty shops, and repairing services for watches, clothing, 
etc • 
Because the hotel can use its land rather Intensi­
vely, it can compete for relatively high-priced locations 
if such seems advantageous. The patrons of the better-grade 
CBD hotels can generally enjoy greater accessibility to what 
ever contacts they desire by being in a downtown location 
than would be possible elsewhere. Those patrons who visit 
the metropolis for business conferences or for professional 
services usually can find most of their conferees In or 
near the CBD. If, however, the persona they want to see 
are scattered in different parts of the city, they can be 
reached from the central location with less total travel 
than from any other part of the metropolis. Those who 
visit the city for shopping or recreation generally find it 
more convenient to stay close to the stores, restaurants, 
and theatres of the CBD. Groups meeting for a convention 
need a central location if a large delegation is to have 
greatest convenience; otherwise, they can locate anywhere 
near the long-distance transportation terminal. But, since 
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the major transportation arteries converge in the CBD of 
cities from regional and local areas, the qualifications of 
the CBD in this respect are again extremely high. Because 
of these advantages, together with the fact that most GBD 
hotel stay is short, large numbers of patrons willingly pay 
the prices necessary for securing accommodations in the CBD. 
Consumer services are also provided in the form of 
recreational activities, such as theatres, bowling alleys, 
billiard parlors, and recreational clubs. Of these activi­
ties, the theatre stands out as being able to compete in 
the high land value areas of the central district. Although 
much of their patronage is in the evening hours, the demand 
for daytime entertainment has made It profitable for thea­
tres to open also in the morning or early afternoon hours. 
Many associations, clubs, lodges, and fraternal 
organizations have their major activities occurring in the 
CBD, while others only have their headquarters there. Quite 
often these groups meet for the noon-day meal, and the CBD 
is most convenient location for the entire membership. 
Many social activities find the CBD the proper area 
for their location. Usually it Is only the large metropo­
litan area which can support many social and cultural insti­
tutions. Convenience to this tributary area is gained 
through location near adequate transportation facilities. 
This would account for many of the CBD's art galleries, 
legitimate theatres, art dealers, musical institutions, 
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and symphony and opera. 
Consumer services not requiring the customer's pres­
ence, such as laundries and dry cleaning establishments, 
repairing and storing activities, are largely being decentral­
ized. Other CBD establishments such as department stores and 
hotels have added these activities to better serve their cus­
tomers and reap additional profits from their high price 
land. Where these services exist privately, they are usually 
found in the lower value areas of the CBD due to their 
inability to successfully compete for other locations. 
Public institutions such as auditoriums, museums, and 
libraries have considerable leeway in location since visits 
are of a leisurely and recreational character. Public Insti­
tutions to which people make more frequent trips, such as 
the city hall, court house, post office, etc., for services 
or legal transactions are more limited to location because 
of the requirements of public convenience. A n o t h e r impor­
tant consideration with respect to public buildings is of 
fiscal character. As these buildings are erected, the area 
occupied is removed from the tax base. Therefore, whenever 
considerations make it plausible, locations outside the high 
value areas should be selected to avoid destroying potent­
ially taxable commercial lands. 
Sites for police and fire stations are located with 
a view to convenience and maximum efficiency in serving 
property owners and individuals. Governmental buildings 
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locate In the CBD as the focal points of the area they 
serve'. This also facilitates the necessary frequent contacts 
with businessmen, lawers, and business organizations. 
Sometimes, churches and hospitals locate in the 
fringe areas of the CBD, Churches are found here because 
their congregation happens to be city-wide, and hospitals, 
with the main purpose of serving emergency cases, find it 
convenient and efficient. 
Business Services and Wholesaling Without Stocks 
These two classes of activity can typically afford 
maximum convenience and prestige in location and primarily 
require office facilities. Both deal with business rather 
than the consumer, and neither handles goods on the premises. 
Business Services.—This category would cover such sub­
classes as law firms, advertising agencies, real estate, 
banking, insurance, engineering, and other types of indepen­
dent consulting organizations. 
In small cities the business services are usually 
scattered throughout the CBD, while In larger cities the 
services tend to group together. This often results in a 
financial district, the office area, or the lawyers building. 
From the standpoint of economics it is not necessary 
that these groups be located with relation to maximum trans­
portation accessibility. This is due to the fact that the 
majority of their services are performed for and with other 
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business, and convenience for the pedestrian consumer does 
not require consideration. However, since their average 
space demands are relatively small and their economic gains 
high, these services can afford to pay the high rents which 
are asked in the most convenient and accessible areas; and 
these are the areas in which their office space is predom­
inantly located. Prestige, attractiveness, convenience, and 
tradition are factors determining their location. 
Business service offices catering to local customers 
tend to locate near the convergence of transportation lines 
for maximum convenience and accessibility to other business. 
In contrast, many business offices in a metropolitan 
city conduct a regional or Interregional, rather than a 
local business. These offices have no economic need to be 
near other business except that administrators in such 
offices often desire personal conference with bankers and 
other businessmen. For this reason they cluster together in 
a financial or office district. 
If clients are drawn in part from outside the city, 
these activities are particularly concerned with the facil­
ities available for entertaining them while in town. 
Hotels, theatres, restaurants, and sports events are part 
of the picture of national competition in attracting and 
holding such activities. For example, advertising agencies 
may be influenced to locate in New York almost as much by 
Its entertainment possibilities as by concentration of 
40 
headquarters for advertising companies. Ease of travel to 
other parts of the country is another major factor in hold­
ing and expanding this type of business. The business ser­
vices which operate on a national or regional level have 
considerable freedom in locating their headquarters and 
are not tied down to raw materials or restricted by freight 
rates. They can locate practically anywhere if they find 
it an attractive and convenient place in which to live and 
work. 
Chicago, as one example, is very prominent In this 
particular phase of business services. It ranks second in 
the nation for having headquarters offices of national com­
mercial and Industrial organizations. It has the nation's 
highest concentration of headquarters for chain stores, 
eighty-two labor headquarters, and countless political 
organizations. The majority of these are found in the CBD 
of Chicago because of its efficiency as an administrative 
07 
center.^' 
The financial activities of business services are 
extremely important. In most large cities, one particular 
CBD area becomes specialized in this field, and the "finan­
cial district" results. Chicago is an illustration of this 
with its La Salle Street district, having banks whose total 
Chicago Central Business and Office Directory, 
Chicago: V/inters Publishing Company, 1941, pp. 457-640. 
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resources, expressed as a percentage of the total banking 
L. J. Sheridan and Lloyd Drexler, From an unpub­
lished MS for the Urban Land Institute, Chicago. 
resources in the city, amounted to 88,7 per cent In 1940. 
Other financial activities listed In Chicago in 1940 were 
credit-rating agencies (73), auto loan companies (97), 
real estate loan companies (109), mortgage agencies (28), 
and numerous others. 
Wholesaling Without Stocks.—This category covers all Inter­
mediaries handling sales transactions without maintaining 
stocks on the premises. While this includes brokers and 
commissions men, it is much broader. In many lines of 
wholesaling, such as coal and lumber, it is customary for 
the wholesaler to take ownership but not physical posses­
sion of the stock. 
This service requires little separate comment since 
it can be grouped with business services so far as type of 
facility is concerned. Some establishments in this cate­
gory merely handle transactions on a commission basis, as 
in the case of food brokers. These brokers are not linked 
in location to food handlers in their own city to the de­
gree that might be expected, and they have a considerable 
amount of territory outside the city to cover in most cases. 
The type of enterprise that assumes ownership but 
not physical possession of merchandise has special impor­
tance for the development of the CBD because this method 
28 
42 
of enterprise avoids physical movement of goods in and out 
of the central district area. 
Except for the personnel whose daily presence is 
necessary to these operations, relatively little pedestrian 
traffic is generated by these activities, most of the 
business being conducted by telephone or other communication 
media. Thus, their contribution to the daytime population 
of the CBD Is only a fraction of those who have contact with 
it directly. 
Still, this activity is very definitely a magnetizing 
factor. The magnitude of the ancillary staff necessary to 
the market functions in Chicago is suggested by the 1940 
listing of 138 brokers and 419 investment and security 
offices. The market functions included the Board of Trade, 
The Chicago Mercantile Exchange, and the Chicago Stock 
E x c h a n g e . 2 9 
Modern office space which is convenient to the whole­
sale markets and also to means of efficient transportation 
to other regions, attracts and holds this significant type 
of activity. 
Wholesaling With Stock and Manufacturing 
Both of these activities tend to repel other types of 
activity. Both require large amounts of space for the stor­
age and handling of goods, characteristically in the form of 
factories and warehouses. Because of their complementary 
Chicago Central Business Directory, op. cit 
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activities they are often found together. They tend to 
locate on one side of the CBD in a location convenient to 
transportation. The area is characterized by the predomin­
ance of loft buildings, which are suitable for both the 
storage requirements of the wholesale function and the 
operation of light manufacturing establishments such as 
those engaged in printing, photo-engraving, and women's gar­
ment or men's wear production. 
Wholesaling With Stock.—This category includes all of the 
lines of wholesaling maintaining stocks on the premises and 
selling to the trade out of that stock. Display rooms and 
storage are the facilities usually required. 
Within our complicated framework for the distribution 
of goods, certain forces are at work that are having the 
effect of reducing the proportion of the CBD devoted to the 
wholesale trade. It might be said that the channels of 
distribution are shifting in such a way as to reduce the 
Importance of w h o l e s a l e r s . 3 0 Many functions in which the 
wholesaler specializes are being taken over by manufacturers 
and groups of retailers. The increasing standardization is 
a major factor of this. The widespread use of grading and 
branding supported by nation wide advertising facilitates 
buying from samples or catalogues and encourages direct 
selling to retailers by manufacturing. Many chain store 
Ratcliff, op. cit., p. 137, 
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organizations are of sufficient size to assume all wholesale 
functions• 
This does not, by any means, doom the wholesaler to 
extinction, for it is apparent that the effect upon the 
wholesale function of shifts in marketing channels has varied 
among lines of merchandise. 
In location, convenience to transportation is very 
important. Where bulky and heavy goods are to be handled or 
where the volume of goods is so large that carload lots are 
dealt In, railway track service is highly desirable. The 
availability of truck transportation reduces railway impor­
tance where smaller volumes of goods and compact and easily 
handled merchandise are characteristic. Convenience to 
main transportation arteries is also advantageous for their 
buyers; ready access to public storage facilities is required 
by some business; and convenience to the local sources of 
supply is another consideration. 
In general, wholesalers tend to locate as near as pos­
sible to the group they serve. In the marketing of style 
goods, convenience is of particular importance due to the 
necessary frequent contacts with retailers. Other whole­
salers require considerable storage space because of the 
variety of goods stocked or bulk of the merchandise, and 
this often means they cannot compete for a central location. 
Wholesalers with a national market desire locations conven­
ient to transportation terminals, hotels, and recreational 
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areas to best serve their clientele. 
Location near other wholesalers in the same line is 
desirable where the market to be served is national or 
regional, and where shopping, comparison, and selection are 
important. Another advantage is the opportunity such loca­
tions afford in filling out orders when shortages occur 
within the stock. 
Wholesalers find it less advantageous to seek each 
other's company when the market is a local one or when the 
product is bulky, with storage and selling associated; when 
the buyers do not visit the market, and when comparison is 
unimportant. 
Although the wholesaling function continually changes, 
it is strongly anchored to the central district. The whole­
sale warehouse is a link in the whole system of transporta­
tion, storage, and order assembly which facilitates the flow 
of goods to the consumer, and the application of new tech­
nological advances to the mechanics of wholesaling may bring 
about a substantial change in its character and the CBD. 
Manufacturing.--This includes all establishments engaged In 
the production of fabricated goods, ranging all the way from 
baking and printing to loft manufacturing and large fact­
ories • 
The forces that led to a concentration of Industry in 
the central district in the early stages of city development 
have shifted until manufacturing is no longer a typically 
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central area use. This type of activity is now associated 
with the routes of transportation, notably main highways, 
railroads and waterfronts. Recent industrial growth has 
been found in large part on the outskirts of cities where 
land is cheaper, taxes lower, congestion less, and plenty 
of space available for modern one-story plants and employee 
parking. 
The types of manufacturing most often found in the 
CBD area, adjoining the retail and service districts, are 
the service Industries with a local market and light indust­
ries requiring small space and little or no heavy machinery.^ 
Since ground floor space is unnecessary, these activities are 
carried on in the upper floor of loft buildings in which both 
light manufacturing and wholesale uses may be found. Var­
ious service industries, such as printing, find that con­
venience to centrally located customers is Important; while 
other manufacturing activities, such as garment making, rind 
that proximity to local retailers and convenience for out of 
town buyers are important considerations. For practically 
all light industries, adequate facilities for truck trans­
portation are important, and, for those establishments 
dealing with other than a local market, proximity to rail­
road stations is advantageous. 
Ratcllff, op. cit., p. 143. 
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Kaig found that those industries tending to cling to 
CBD positions were characterized by some combination of the 
following f a c t o r s : 3 2 (1) no specialized buildings were 
required and, therefore, obsolete commercial or residential 
buildings were suitable; (2) only a small ground area was 
needed per worker; (3) close contact with the market was 
desirable because of the time factor; (4) plants were gen­
erally organized and operated on a small scale; (5) the work 
was highly fluctuating in volume. 
In contrast, it should be interesting to consider 
Haig's factors for industries not seeking a central location; 
these types should most definitely be excluded from C B D ! s . 
Those industries tending to seek outlying locations were 
characterized by some combination of these factors: (1) the 
plants were relatively large in size; (2) they required a 
relatively large ground area per worker; (3) specialized 
buildings were necessary; (4) they required large amounts 
of raw materials, fuel, or water; (5) they had serious prob­
lems of waste disposal or objectionable and nuisance feat­
ures; (6) they did not require close contacts with the 
market; (7) and they required uninhibited transportation 
connections to main roads, railroads, and water. 
Not all these listed features characterized either 
the central or the outlying locations by every type of 
3 2 R o b e r t M. Haig, Major Economic Factors in Metro­
politan Growth and Arrangement, Kfew 'S'ork: Regional Survey of 
New York and its Environs, vol. 1, 1927, p, 104. 
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Industry that shared these respective locations. And in 
determining the location of some Industries, one or two of 
the factors seemed more important than all the others com­
bined • 
Haig also observed that various specialized operations 
required in the manufacture of a single article may differ 
in location requirements. Thus, when pressure for intensive 
land utilization makes rentals exceedingly high in the cen­
ter of the city, certain of these specialized operations may 
move to outlying locations whereas others v/ill remain In or 
near the CBD. As an illustration, In newspaper production, 
the comics and feature sections, which are not highly 
perishable, may be printed at some distance from the CBD, 
but local news sheet printing and local advertising offices 
cling tenaciously to the central district. Also, In other 
industries, when size becomes large enough to allow for 
efficient spatial separation, each function, or bundle of 
functions, tends to seek that spatial location best adapted 
to its own needs. 
Another consideration which helps to explain the 
location of certain types of industries in the CBD area is 
that of building cost and location. For example, build­
ings that have become deteriorated or have been abandoned 
as the business center shifts, can sometimes be obtained at 
0 0 J a m e s A. Qulnn, Human Ecology, New York: Prentice-
Hall, Inc., 1950, p. 101. 
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low and bargain rentals by manufacturers. Especially those 
manufacturers that expand and contract seasonally, and that 
can use rather small space areas in one or several buildings 
during rush seasons, can obtain cheap rent in deteriorated 
areas. Thus, cheap building costs is a consideration that 
explains some manufacturing locations in the CBD. 
Labor and transportation are also factors explaining 
locations of some industries in the CBD. Labor Is generally 
mobile and the cost of transportation to and from the place 
of work is borne by the worker rather than the employer. 
Still, considerations of labor supply may influence the 
location of certain industries within the city. Those 
industries that are of a strongly seasonal nature need to 
locate close to a large elastic labor supply. When in the 
GBD, they are easily accessible to those great masses of 
urban workers v;ho depend on public transit. Manufacturers 
can more easily increase their labor force when needed and 
can release workers during the slack season when in an 
accessible CBD location. 
The Future of the 
Central Business District 
The growth and development of the city and the CBD 
have been discussed, and the CBD functions, which this 
author believes to properly characterize the CBD area, have 
been isolated and analyzed. Reference has also been made 
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to the so called "decentralization" of the CBD activities and 
the growth of business areas in the suburbs and outlying dis­
tricts of the city, which lead the businessman into consider­
ing the future status of the CBD. 
The answers to this vital question of the CBD future 
have been many and varied; ranging from the claim of contin­
ued growth and greater prosperity to decline and complete 
disaster. 
Some studies have been made which attempted more than 
theorizing in general terms; they have given detailed thought 
to an analysis of the C3D future. Alderson and Sessions have 
made such a study in Philadelphia wherein they analyzed the 
future space requirements for the Philadelphia central 
d i s t r i c t . 5 4 
The Philadelphia conclusions substantiate the opinions 
that many people have had concerning the future growth and 
development of business areas, and in that respect its pre­
sentation here should be of more than slight value. 
The central district estimates made by Alderson and 
Sessions had to be consistent with certain estimates for the 
city as a whole and the metropolitan area. The long range 
trends for the metropolitan area of Philadelphia were 
derived in turn from projections for the United States and 
consideration of the Philadelphia area as a segment of the 
Alderson and Sessions, Philadelphia Central Dist­
rict Study, Philadelphia: City Planning Commission, 1951. 
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national economy. The basis for estimates was very detailed 
in another direction; forecasts also being made for 221 sep­
arate groups. A third major refinement was that individual 
projections were made in each case for the number of estab­
lishments and the average amount of floor space occupied. 
In forecasting the number of establishments, economic factors 
such as the employment rate were taken into consideration. 
The forecast of the total space requirements was the product 
of the number of establishments and average floor space. 
The forecasts will be presented with primary emphasis 
on the six basic activity groups mentioned in the previous 
section, and will be largely confined to the outlook for 
I960 although the study covers the periods 1949-1960-1980. 
This simplification is possible because total space require­
ments remain nearly static between 1949-1960. 
The total space demand predicted for 1980 is 148 mil­
lion square feet, an increase of thirteen per cent over the 
1949 figure of 131 million square feet. 
Future Space Demand by Major Activity Groups 
There is an increase projected into 1980 for each of 
these groups except for wholesaling with stocks and manufact­
uring. However, it's predicted that the space for the three 
goods-handling activities will remain about the same due to 
an increase in retailing; the exact figures quoted being 
sixty-seven million square feet in 1980 as compared with 
67.7 million square feet in 1949. 
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The activities which are not involved in the handling 
of goods primarily generate the increase in demand. Of these, 
the greatest increase comes from consumer services, with 
business services second, and wholesaling with stocks as 
third. The space demand for non-goods-handling as a whole 
increases by approximately thirty per cent, and while they 
accounted for only forty-eight per cent of the total space 
requirements in 1949, they will account for fifty-seven per 
cent in 1980. 
In retailing, the demand for space will not increase 
as quickly as retail sales. This Is due to the growing 
tendency for the goods handling of large retail stores to be 
handled from warehouses located outside the CBD. 
The change in demand is further accentuated if one 
contrasts manufacturing and wholesaling with stocks with all 
other uses, including retailing. In 1949, these two act­
ivities occupied about forty-three million square feet. In 
1980, it is forecast that they will occupy only thirty-eight 
million, meaning a decrease of twelve per cent while the 
demand of other activities will be increasing by approximate­
ly twenty-five per cent. 
The authors further contend that this will result In 
quite a different birds-eye view of the CBD in the future. 
Factories and warehouses will be less in evidence, having 
moved into other areas of the city; while other spaces such 
as office buildings, public buildings, retail stores, and 
other kinds of shops will have increased their dominance. 
Much of this increased dominance is of the space demand 
character which can be accommodated on the upper floors of 
multiple-story buildings rather than requiring ground floor 
space• 
Changes in the Number of Establishments 
The authors point out that the forecast of space re­
quirements is the product of separate forecasts of the 
number of establishments and the average space per estab­
lishment. Other than this use, each of the figures is 
important in itself in forecasting the need for specific 
kinds of space. The number of establishments will decline 
in all classes of non-goods-handling establishments. How­
ever, the decline is of such a minor nature for retailing 
that It might be said that the level remained about the same 
It Is emphasized that this decline in manufacturing 
and wholesaling-with-stock applies only to the Philadelphia 
central district, and the majority of the establishments 
moving will resettle in other of the city's industrial areas 
What is happening might be described as a reshuffling of 
manufacturing and wholesaling enterprise. Some trade and 
industrial establishments will move out because of such con­
siderations as needing more and cheaper floor space or 
better transportation service. Others will move in because 
of the importance to them of the central district advantages 
of convenience and prestige. 
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Changes in Average Space Requirements 
The average space requirements will increase in goods 
handling establishments while that of the non-goods-handling 
will decrease. These trends in average space requirements 
tend to somewhat offset the trends in number of establishments. 
Looking at these trends of number and size together, 
several different kinds of situations appear. Retailing and 
manufacturing establishments will be fewer but larger, 
though the decrease in numbers in retailing is not material. 
Though business and consumer services increase in numbers, 
they will decrease in average space requirements. In whole­
saling, those with stocks will be slightly fewer but larger, 
while those without stock will increase greatly in numbers 
with a very slight decrease in average space requirements. 
These differences are explained in part by an inherent 
relationship between rate of growth and size. If units of 
any kind are increasing rapidly in numbers, the newer units 
will not have time to attain their full size. If the number 
of units remains static or decreases for a period, the indi­
vidual units have a chance to become larger on the average. 
The authors draw a parallel to this situation in human pop­
ulations. There is bound to be a high proportion of child­
ren compared to adults if there is a high birth rate, and 
during the period under consideration, the establishments 
offering business and consumer services constitute popula­
tions with high birth rates. 
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The Philadelphia study states that this predicted 
trend towards service and distribution activities for Phila­
delphia has been shown to be true in the picture of the 
entire national economy in a thorough analysis made by 
Colin Clark in his study of the U. S. and other leading 
nations. The fact that the population of the U. S. is 
steadily becoming more urban is widely recognized. What 
may not have been so evident is that the balance of activ­
ities within the range of urban life has been shifting 
steadily away from production towards distribution and 
services• 
The Changing Pattern of Frontage Requirements 
The Philadelphia study by Alderson and Sessions shows 
that, in 1940, the nonresidential establishments were using 
374,213 lineal feet of frontage. A 5.6 per cent increase, 
or a total of 395,224 lineal feet, is forecast for 1980 in 
space required. A large part of the new space required will 
be space in office buildings and this is a major factor 
accounting for the difference. 
Frontage requirements for retailing and consumer ser­
vices are significantly different from other activity groups. 
The volume of business for retailing and consumer services 
in directly dependent on pedestrian and street traffic, 
while the frontage character is not so critical for other 
establishments. Retailing and consumer services were using 
fifty-five per cent of the total frontage in 1949, and by 
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1980 It is predicted that they will require sixty per cent of 
the total, or 236,762 lineal feet. 
Conclusion 
Thus, the authors point out, there is ample reason to 
conclude that the facilities offered by our cities need to 
be modified more rapidly if they are to accommodate the 
changing character of urban activities. One function of the 
public planning agencies may be that of facilitating this 
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CHAPTER II 
DELIMITATION OF THE CENTRAL BUSINESS DISTRICT 
One might well ask the reason for delineating the 
central business district (CBD) boundary. Any city dweller 
could very readily direct a stranger to the business dis­
trict and inform him, in general terms, of the activities 
which take place within the area. This same citizen would 
have some idea as to the area covered by the CBD and just 
how far it extends in various directions. His criteria 
for judgment would probably be land use, and any non-resi­
dential activity close to the downtown center would be 
part of the CBD. His boundary line would probably be drawn 
at that point where, by his observance, the predominant use 
becomes residential rather than business. This simplified 
method also seems to be that which is predominantly used by 
planners and city officials in delimiting the CBD. 
The major reason justifying a more exact delineation 
is that of attaining a better understanding of the city 
proper and, in particular, the CBD. There is no magic 
formula or arithmetic equation, thus far, whose application 
in a few moments time will result in a precise boundary--and 
it is probably best that this is the case. For in the 
resultant process of detailed analysis to arrive at a 
refined delineation, one must become intimately acquainted 
60 
with the CBD and determine the reasons for the existence of 
the particular district with which one is concerned. As the 
reasons for its existence filter through the mind, one 
becomes familiar with the historical growth of this area, its 
past and present relationship with outside areas, what lies 
ahead in the probable future, and other pertinent aspects of 
the CBD and the city. The CBD is a very complex organism 
and a complete understanding is necessarily a long and ted­
ious undertaking. But, once this has been accomplished, the 
possibilities of attaining a better city and more thoroughly 
understanding its problems, more than compensate for the 
time and energy spent in research. 
In addition to giving a thorough knowledge of the CBD 
and its relationship to other areas, the resulting delimit­
ation affords planners a definite area with which they can 
work and use for statistical analysis. 
The city taxing policy towards the CBD has often 
proved of questionable value, A knowledge of the character 
and importance of this area to the whole city, gained 
through the CBD analysis, might lead city officials to think 
twice before unnecessarily bleeding the heart of the city to 
support other areas which are less productive in amount of 
taxes paid. The boundary line, In this case, would delineate 
that area within which more than slight attention should be 
given to taxing policies. 
The delimitation is further justified in that it 
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would give the businessmen of the CBD an opportunity to 
recognize and know just who are their "brothers". Chamber 
of Commerce organizations, downtown business associations, 
and other business groups could organize along definite and 
less arbitrary lines to work towards the solution of their 
common problems and build for a healthier CBD, which would 
obviously lead to a healthier overall city. 
There, undoubtedly, are other reasons justifying a 
search for the proper CBD boundary, but these should suffice 
for the present purposes. 
This chapter, in discussing delimitation of the CBD, 
will go through the steps which are necessary to gain the 
objective. These criteria cannot be applied, step by step, 
to any size CBD with identical results, but the general 
outline of procedure should give valuable leads to any city 
desiring to determine its proper CBD area. 
The first portion of this chapter will be devoted to 
determination of the CBD functions, their nature, and their 
relationship to outside areas. These matters have been 
discussed in some detail in the previous chapter, but they 
will be summarized here in order to show more definitely 
the relationship they bear to other delimitation criteria. 
The second part will deal with the theoretical 
spatial patterns of the CBD, and the influence brought to 
bear on these patterns by topography, street design, and 
natural and man-made barriers. 
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Vi/ithin the CBD there are basic indications which aid 
in determining the boundaries, and these will be discussed 
in the third portion of the chapter. 
Finally, these indications must be resolved into the 
CBD boundary. This will be discussed in the concluding 
portion of this chapter. 
Functions of the Central Business District 
The first substantial developments of American cities 
were made at locations most advantageous to trade and com­
merce. Often, this was at the intersection of two roads, 
along a river or seacoast, or at some point favorable to 
mining. Regardless of the reasons for establishing a com­
munity, the primary focus of internal activities and the 
major contact with a tributary area is always found in the 
CBD. 
The activities carried on within the CBD have been 
broken down into three functional combinations. These 
groups are Retailing and Consumer Services, Wholesaling 
Without Stocks and Business Services, and Wholesaling With 
Stock and Manufacturing. Some authors have listed the CBD 
functions as social, cultural, service, political, trade, 
and administrative; while others have combined these into 
fewer groupings or broken them down to form additional 
functions. The combinations used in this thesis do not 
subtract from what are usually listed as CBD functions, 
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but rather combine the activities into groups which have a 
common denominator or characteristics peculiar only to them. 
The process by which these functions settle in the 
CBD seems to be determined in part by tradition, convenience, 
accessibility, prestige, and economics. These qualities are 
all self explanatory except, possibly, economics. This 
means that, in any given economy, only those activities locate 
in the CBD whose books, so to speak, can still show a profit 
after the charges for site rent have been subtracted from 
the gains which accrue to them by virtue of their location 
in this strategic area. 
The functions of non-economic character locate in the 
CBD because this position permits them to perform their 
special role in a more efficient manner than any other 
location in the entire community. For both economic and 
non-economic functions, this area has been the place where 
each could most efficiently exercise its greatest dominance, 
I.e., perform to the maximum its proper activity. 
The dominance of the area is, in part, a function of 
the fact that the CBD is also the ecological center of the 
c i t y — t h e position of greatest economic activity. This is 
true because here is that spatial position within the city 
structure where, due to the time-cost transportation 
relations which it bears to all sections of the market area, 
a complex of economic institutions is able to operate with 
the greatest efficiency. 
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Regardless of the city population or the size of the 
CBD, and, notwithstanding the fact that the CBD might not 
be in the geographic center of the community, this area is 
always the ecological center of the city. 
This means that in studying the CBD, one can always 
begin with at least two known factors: that it is the eco­
logical center and there are certain proper functions which 
characterize the area. The next step would entail study-
these functions in order to ascertain their character and 
relationship in the particular CBD being considered. This 
would involve determining the degree to which such functions 
are found in the CBD, what function is predominant, if any, 
and what makes it so. This latter determination will 
involve a study of the relationship of the CBD functions to 
outside areas. 
It is often found that the character of the CBD 
functions has been determined by the city's function; and 
the function of the city has, in turn, been determined by 
its location. That is to say, that a certain area has 
developed into a city because its location has facilitated 
some particular function. An example of this would be a 
resort town. Its location in an area having certain climatic 
or other favorable geographical conditions has allowed it to 
prosper in the pursuit of this activity. But, this function 
is possible only because of the advantages this particular 
location affords. 
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Within the resort town, one would find that the predom­
inant CBD activities are those necessarily facilitating the 
performance of the particular services required by a resort 
town; i.e., hotels, night clubs, recreation, etc. There 
would be little space demand for office or industrial activ­
ities • 
At the other extreme are office cities whose major 
functions are of an administrative or financial character. 
They have developed as such because of their communication, 
geographical, or other necessary advantages. In such cities, 
one would find a heavy demand for office space in particular. 
Cities with transportation, location, and communication 
advantages are often market centers, and a resulting space 
demand in the CBD area would be for offices and wholesaling 
facilities. 
Most cities have a mixture of these activities in 
their CBD, and the degree to which any one or several occur 
is determined by its particular situation. The city of 
25,000 population will probably have a smattering of many 
activities, scattered throughout the CBD with little def­
inite functional pattern being apparent. A city of 500,000 
population will contain all the proper CBD functions to some 
extent and, in addition, will show evidence of the grouping 
of like functions to a considerable degree. I.Iany cities are 
famous in this respect for their financial, market, or retail 
dis tricts. 
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Considerable headway has been made in delimiting the 
CBD area when the functions have been isolated and thoroughly 
studied in relation to each other and to external activities. 
Patterns of the Central Business District 
American cities have been the subject of numerous 
studies of the distributive arrangement of the activities 
within the city. When the results of several such studies 
are compared, it becomes apparent that the individual struc­
tures of the cities have certain basic associations in com­
mon. These basic associations that are repeated in various 
cities and the resulting patterns they form have been given 
special attention and reported by authors in terms of gen­
eral types and tendencies. 1 
These studies, in turn, become valuable guideposts 
for a more detailed research into the structure of individual 
activity areas of the city; and, in this section, the act­
ivity area studied will be the CBD. 
The actual shape of the CBD varies considerably from 
city to city, but these variations are the result of local 
conditions rather than there being a multitude of basic 
^ h a u n c y C. Harris and Edward L. Ullman, "The Nature 
of Cities," Annals of the American Academy of Political and 
Social Science, vol. 24S, 1945. pp. 12-17". "—~ 
patterns. Because of this, it is felt that presentation of 
the basic patterns and conditions which alter them will be 
valuable in gaining better understanding of the CBD, and 
facilitate the purpose of this thesis. 
The Circular Pattern 
Burgess has outlined what he refers to as the concen­
tric zone theory of growth, in which he suggests that in the 
absence of man-made obstacles or topographical barriers, the 
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geometric pattern is a circle. Burgess evidently bases his 
theory upon the measurement of relative distances from the 
center of the circle. Each position on the circumference of 
the circle is as close to the center as any other point that 
is similarly situated, and as the commercial activities 
desiring a CBD location move into the area and becomes estab­
lished, the CBD assumes a circular shape around the central 
focus. It should be mentioned that this theory evidently 
completely overlooks the importance of time in traveling from 
one point to another, and developing theoretical patterns or 
shapes on the basis of distance alone seems to be of question­
able value. 
The Star Pattern 
It would be impossible, however, to move goods and 
people over the shortest air line routes to and from the CBD 
2 
Ernest W. Burgess, "The Growth of the City," The City, 
edited by Robert E. Park, Ernest V/. Burgess, and Roderick D. 
EcKenzie, Chicago: Univ. of Chicago Press, 1925, pp. 47-62. 
because this would leave no land for commercial activity 
since it would all be used for vehicular and pedestrian 
traffic arteries. The concentric zone theory in its appli­
cation to the CBD area reaches its nearest practicability 
when there are several major traffic arteries of the radial 
type. With the radial street pattern, the business district 
area reaches its outward extent along each of the radials, 
and consequent inward sagging occurs in the peripheral areas 
between the radials. As the number of radial thoroughfares 
decreases, the peripheral delineation becomes less circular 
and the sagging areas become more extreme. Six equally 
spaced radials meeting at a central point would thus form 
a star-like pattern very similar to the circular shape, 
differing only in the number of radial streets assumed. 
The Diamond Pattern 
The majority of American cities have developed under 
the gridiron street pattern rather than the radial street 
system. Cities which have imposed radial thoroughfares on 
their original grid pattern to Improve the traffic flow 
usually terminate the radials at the edge of the CBD, with 
the latter retaining its gridiron system of streets. How­
ever, even in this case two of the streets might be con­
sidered radial inasmuch as they intersect at the center of 
the district. The important difference from other types 
Is that the gridiron system offers a greater choice of 
alternate shortest distance routes. Thus, assuming a 
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gridiron network of streets in the CBD and the desirability 
of a central location, a diamond pattern is obtained by 
measuring an equal distance along all the routes of travel 
from the business district central point; the corners of the 
diamond lying on the four corners (east, west, north, and 
south) of the two direct route streets which intersect at 
the 03D center. 
The Crossroads Pattern 
By reducing the star or diamond shape to the simplest 
form, a crossroads or village square type pattern is 
obtained. This pattern is of the type found in many small 
American towns or villages where all the stores and commer­
cial activity are located where two main roads Intersect. 
Variations from Theoretical Patterns 
These theoretical patterns have been presented as 
idealized, spatial arrangements of CB±j activities under cer­
tain basic assumptions of a homogeneous land base, unity and 
regularity of a grid or radial transportation system with 
travel routes which have equal qualities in facilitating the 
traffic flow, recognition by CBD activities of the desir­
ability of a central location with respect to their potential 
customers, and the symmetrical growth of the CBD unrestric­
ted by man-made barriers. 
George Hartmen, in a study of CBD land use maps of 
forty American cities, found a multitude of local conditions 
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which impose modification upon the theoretical patterns, and 
asymmetrical rather than symmetrical growth resulted from 
local conditions within each city. 
Physical irregularities of the land have great 
influence on the CBD pattern even though modern technology 
can make a molehill out of a mountain--for a price. Grades 
which are level or gently sloping are preferred to those 
causing customers to climb steep grades. Costs of building 
construction also vary considerably according to the site 
conditions, with the result that certain sites are preferred 
to others in this respect. Low areas next to water courses 
are usually undesirable for commercial structures because 
of drainage problems. Thus, rivers, lakes, underlying 
surface conditions, and abrupt variations in topography 
have extremely important effects upon the delineation of 
CBD areas. 
Hartman found several variations due to these local 
physical conditions. 4 In Johnstown, Pennsylvania, a level 
CBD area immediately surrounded by physical barriers to 
outward expansion tends to compress the commercial area, 
resulting in a more intensive and vertical use of the land. 
In Pitchburg, Massachusetts, on the other hand, it was found 
that a steep, narrow valley has the effect of weakening 
°George W. Hartman, "The Central Business District—A 
Study In Urban Geography," Economic GeQgraphy. vol. 26, no. 4, 
October, 1950, pp. 237-244. 
4Ibid., p. 241. 
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centralization by forcing inordinate elongation of the com­
mercial district. If competition for space in the CBD 
becomes acute In the face of a physical barrier, an inter­
rupted district may develop such as in Little Rock, 
Arkansas, and Waterloo, Iowa, where the CBD interruption is 
a river barrier. 
The physical site also affects the CBD pattern by 
influencing street layout and the volume and direction of 
traffic flow. Changes in the method of orienting the 
regular system of streets and blocks is a major influence 
in distorting the tendency for symmetrical CBD growth. This 
was found to be the case in Reading, Pennsylvania, and 
Savannah, Georgia, where irregularities in the length, dir­
ection, and width of streets coupled with the size and shape 
of the blocks was particularly effective in influencing the 
outline of the CBD. 
Homer Koyt has written that cities have a tendency to 
expand outward along certain thoroughfares, or axes, that 
offer the best travel facilities, as well as by concentric 
g 
growth around a central point. The linear arrangements that 
result often occur even in the case of centralized commercial 
activities. This seems to be especially true when the flow 
of traffic Is concentrated along such routes because of con­
venient location. 
5 
Homer Hoyt, Structure and Growth of Residential Areas 
In American Cities, Washington: Federal Housing Administra­
tion, 1939, p. 967 
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Particular thoroughfares may become dominant and 
create unequal traffic flow for several reasons; such as 
irregularities in the physical site and in the platting of 
streets and blocks, improperly designed subdivisions in 
which dead-ends, jogs, and discontinuities appear In various 
streets, the resurfacing, widening, or other improvement of 
certain existing streets leading to and from the CBD, the 
routing of transit on certain streets, the irregular distri­
bution of the population or potential customers within the 
city and hinterland, and the uneven distribution of parking 
facilities. Local conditions in this category produce con-
figurational distortions of central districts in varying 
degrees;. mainly because the time spent in travel from one 
place to another becomes more important than the distance 
involved In the travel. 
In some cases the center of commercial activities 
may not be a central point or intersection, but may b e c o m e 
elongated in one direction; such as a thoroughfare becoming 
dominant over other streets with the result that commercial 
enterprises choose sites along it in a linear or ribbon­
like fashion. This elongation of the CBD appears parallel 
to the thoroughfare and flattening occurs at right angles 
to the street. The central districts of Reading, Pennsyl­
vania, and Vancouver, Washington, are examples of a tendency 
toward single street dominance; while Savannah, Georgia, has 
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a central district represented by a linear development which 
parallels lake and water transportation facilities. 0 
Cities which have developed at railway transportation 
stops often have lineal CBD areas, and commercial districts 
in resort towns along lakes and ocean fronts often develop 
in similar fashion to serve the needs that are peculiar to 
their special type of customer. 
Railroads in the CBD area may become a barrier to 
expansion, or sometimes an interruption of the business 
district will occur if the barrier is successfully bridged. 
In Raleigh, North Carolina, and Santa ?e, New Mexico, it 
was found that parks, schools, and governmental buildings 
next to the business district blocked the district from 
expanding in that direction. 
The demand for absolute central position with respect 
to all activities may not be extremely strong for certain 
types of activity. Office, managerial, and financial sec­
tions often appear on one side of the CBD in our larger 
cities. Other types of activity may have the desire for 
centralized position offset by the desire to move out in 
the direction of the general concentration of employers or 
the greatest number of customers, such as the retail stores 
selling specialized high-cost articles to upper-income 
families. 
'Hartman, op. cit., p. 243. 
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Thus, each CBD has a spatial shape which appears to 
be unique in detail, and no other specific district appears 
quite like it. Definite geometric patterns are discernible, 
though, in spite of the great complexity of shapes; and this 
is due to the fact that centralized activities by their very 
nature operate primarily under the same basic principle of 
choosing a central position in relation to all relevant 
internal and external activities of the city. The multi­
plicity of the actual shapes of the CBD results from local 
conditions which are peculiar in detail only to themselves, 
and these conditions produce the variations from the ideal-
7 
ized pattern. 
Indications of the 
Central Business District Boundary 
Although there is no single quality or characteristic 
sufficient in itself to make a proper determination of the 
CBD boundary, there are several qualities and characteristics, 
when studied together, which give very definite clues leading 
to the establishment of a justifiable delimitation. 
These indications are land use, density, rental 
charges, functional areas, pedestrian traffic, transit rout­
ings, parking facilities, and time-cost transportation con­
siderations. All can be mapped, and presentation by a series 
of overlays, combined with text, would facilitate the study. 
Hartman, op. cit., p. 244. 
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Selecting the Area for Study 
Considerable study should be given to the land use 
maps of the central district before a definite study area 
is selected. If no land use data are available, they should 
be compiled as the first step in this process of mapping. 
One method of choosing the study area from the land-
use data would be through beginning at the most intensive 
use in the downtown district and extending the study area 
outward in all directions until the predominant land use 
becomes residential. Or one could do it directly opposite 
by beginning at the fringe areas where residential pro­
perties are the dominant use and continue inward. 
The resulting study map will, in many cases, present 
a picture of a relatively tight central core with ribbon 
like developments extending outward along major thorough­
fares, or perimeter bulges caused by the extreme location 
of some special district such as governmental or industrial 
use« 
To be completely unbiased in the beginning, one would 
have to include all the contiguous areas to the point of 
residential dominance. However, cities which have made 
previous studies in the CBD may find ample reason for not 
including all contiguous non-residential districts in their 
study-area. Y/hen such reasons can be justified, there is 
no apparent reason why the study area should not be reduced. 
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The base map should be prepared after the study area 
has been determined. It should contain only those features 
which are considered basic to each of the indications to be 
mapped. In most cases this will involve showing streets, 
rivers, and railroads. Some studies might desire the 
inclusion of building outlines where a more detailed study 
is desirable. 
There are two more maps which should be considered 
in this preliminary series, and both will prove of value 
in understanding and facilitating the remainder of the 
studies. The first would consist of a base map to which 
topographic contours have been added. This, along with 
the man-made and natural features already shown on the base 
map, might be used later to explain the patterns of various 
land uses and, in some cases, the existence of certain 
portions of the CBD boundary. 
The second map is a base map on which the study area 
has been broken down into a series of numbered grids. This 
would facilitate quick identification of certain areas and 
also tend to simplify material in the text accompanying 
other studies. 
One is ready to begin the overlays for the various 
boundary indications after these maps have been prepared. 
Dens ity 
The mapping of this indication would be in two parts. 
The first map would show the density of floor space for all 
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non-residential uses by establishing the ratio of total floor 
space to total ground area in each block. These individual 
uses would include only the six basic land use types 
previously mentioned: Retailing, Consumer Services, Business 
Services, Wholesaling Without Stock, Wholesaling With Stock, 
and Manufacturing. The map of floor-space density for all 
non-residential uses would give one a picture of the dominant 
areas in reference to density. This would point out the 
highest buildings and the most intensely built-up areas in 
the CBD. The second group of density maps would show the 
relative dominance of each basic land use type in each area 
and point out its specific zone of concentration. 
This latter group of maps could be used in another 
respect to provide revealing information. If figures of 
space usage for the six basic land use types were available 
for the entire city, one could establish the percentage of 
floor space for each use that Is found within the CBD. This 
would show the relative space importance of the CBD for each 
activity. 
The Importance of CBD economic activities in relation 
to those economic activities outside its area could be 
established by eliciting sales figures for the six land uses. 
Using the two characteristics together, a space-sales relation­
ship in comparing the virtues of CBD locations to those out­
side its boundaries. This information could be refined 
further, getting customer purchasing power, etc., If this 
is deemed desirable. 
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Functional Areas 
This map would follow naturally from the density 
overlays just completed, and would show the areas dominated 
by the individual functional combinations: Retailing and 
Consumer Services, Business Services and Wholesaling 'Without 
Stock, and Wholesaling with Stock and Manufacturing. It will 
probably be found that one of the three functional combin­
ations will account for at least fifty per cent of the total 
floor space in most CBD blocks. 
When these newly delimited areas are compared with 
the density maps, one will be able to discover the character­
istics of each functional combination in regards to type of 
building used and the density of the activities in each 
functional group. 
Rental Charges 
This map would show the front-foot rental charges for 
the entire study area. 
Rent charges have been used by some cities in delimit­
ing the CBD area. Although this author feels It is insuf­
ficient in itself to justify a proper delimitation, it can 
still be used to substantiate the other material. The steps 
used in this method begin with selecting the highest rental 
area in the city; this will be the one hundred per cent area 
of the CBD. All other land uses are then expressed in a 
percentage of the one hundred per cent area. Accordingly, 
some distance from the one hundred per cent use or area will 
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be the seventy per cent to eighty per cent district. As an 
illustration, one might find that the hundred per cent 
district was characterized by department stores or chain 
stores selling women 1s wear, and that the seventy to eighty 
per cent district primarily contained stores dealing In men's 
wear • 
These relationship ideally would be natural, inasmuch 
as the location of one business with reference to another Is 
theoretically determined by the respective rentals which each 
type of business can pay. As the rentals decline from the 
hundred per cent district, the boundary of the C B D is that 
point at which rentals become so low that a similar rental 
would be paid for the same facility regardless of where it 
may be located in the city. Another way of stating the same 
thing would be that the limit of the C B D is that point at 
which there is no advantage to a business to be located in 
close proximity to others. This, of course does not take 
Into account various non-economic uses which are an integral 
part of the CBD, nor does it cover the "accidents" of C B D 
land-use location. 
Three indications have now been studied: density, 
functional areas, and rentals. Combined study of these 
will reveal much valuable information. The rental charge 
map will show these values for all street frontage of the 
study area. Relating this to the functional areas will 
show which activities are using the highest-priced land. 
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While the density map will probably show that there 
are several blocks of comparable density, and the functional 
area map will point out which of their sub-districts have 
these like qualities, the most important information is not 
secured until the rental data are imposed. This will show 
that even though some areas are alike in respect to density, 
they all cannot use their land to the same advantage. The 
land rents point out the activities which use their space 
to the greater advantage, and the ones paying the highest 
rents, naturally would have the choice locations. 
Pedestrian Traffic 
The map of pedestrian traffic would show, essentially, 
the volume counts of the study area. It would serve to 
enforce the dominance of certain areas already designated, 
to a certain extent, by the rental charge map. 
The areas having the highest pedestrian volumes would 
also have those functions that require greatest accessibility 
and attraction for pedestrians. This is quite evident since 
those activities which depend on large volumes of customers 
must be in the most accessible location if they are to 
properly perform their functions. 
If this study were carried a little further by taking 
volume counts of the pedestrians visiting various establish­
ments, it probably would be shown that the higher percentage 
of the destinations were Retailing and Consumer Services. 
However, many establishments of this character use only 
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ground floor space, and the upper floors might well contain 
offices for Business Services and Wholesalers Without Stock. 
The latter activities are not necessarily restricted to 
upper floors, and it has been shown they are able to and 
will compete for the most desirable and accessible parcels 
of land because of prestige and convenience desires. Such 
Ideal locations definitely are not necessary for the per­
formance of their function. 
Thus, high pedestrian volumes do not necessarily 
reflect that all activities within such an area are of the 
type dependent upon heavy pedestrian traffic, but it would 
Indicate that the majority of activities, or those of the 
greatest magnetizing quality, which do cater to pedestrians, 
are concentrated in this area. 
Transit 
The transit map would show the routes covered by 
mass transit and the frequency of service. This would tend 
to substantiate previous data which have shown that certain 
CB D areas are more dominant than others with respect to the 
indications that are being studied. 
Transit Is basically an effect rather than a cause of 
the CBD. However, neither could exist to its present extent 
without the services of the other. The C B D creates the 
demand for transit because the nature of its activities is 
such that great numbers of people desire transportation to f 
from, and within the area. By the same token, many of the 
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CBD activities are of such a nature that they can function 
properly only because of the great volume of people that 
transit, and only transit, can move to and from their estab­
lishments . 
Although the GBD activities created the necessity for 
transit service, it does not follow that the new creation of 
any CBD type activity, in itself, will command transit ser­
vice which necessitates the extension of present lines, 
unless such extension will prove profitable for the transit 
company. Since new establishments rarely have this ability, 
those activities that consider transit service Important, try 
to find locations which already are on established transit 
routes. As a result of this, locations along the lines of 
mass transit have an added value because of their proximity 
to such service. The exact nature of this service, as to 
frequency, fare, etc., also are considerations influencing 
the property values and rents. 
Parking Facilities 
This map would show the location and capacity of 
parking facilities. The parking fee will also be an 
important consideration in many cases. 
The pattern of parking facilities often tend to out­
line certain areas of the CBD. Their exact location will be 
determined by the need of such facilities and their ability 
to compete with other land uses for CBD sites. Their 
capacity and fee charge will be determined by the factors 
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of supply and demand; and the type and extent of demand 
will "be determined by the activities within its zone of 
influence. 
The extent to which parking facilities can compete 
with other land uses for desired locations cannot be defined 
precisely. Often It will vary, as with other CBD establish­
ments, with particular type of facility, the need for such a 
facility, or the operational methods and efficiency of its 
management. The land rent and value map should show how well 
certain of these facilities can compete with other uses in 
securing the most advantageous sites. 
It has been shown that parking facilities cannot com­
pete with the highest land uses, but, since parking service 
is necessary for these higher uses, they tend to locate in 
close proximity. As general rule, the closer such facilities 
are to the establishments requiring their service, the 
greater will be the demand for parking space and the more 
they can charge. 
The type of parking demand, shor't-time or all day, in 
a facility is indicative of the type functions which are in 
close proximity. Retailing and Consumer Services mainly 
generate a short-time parking demand, while the other two 
functional combinations tend to generate an all day parking 
demand. While a short-time parker will walk only three or 
four blocks at the most from parking to destination, the 
all day parker will tend to walk a few blocks farther. Thus, 
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it would appear that Retail and Consumer Service areas would 
be closely ringed by parking facilities while the other 
functional areas would not show parking terminals quite as 
concentrated nor as near-by. 
Time and Cost Considerations 
The relationship of the CBD activities in terms of 
time and cost are useful indicators. The locations of 
various activities should reflect these factors since each 
is concerned with securing a location which will give it 
the maximum advantage in the time and cost movement of goods 
and people. 
The main concern for Retailing and Consumer Services 
is with the movement of people. Goods must also be moved in 
a minor degree, but the most important factor in the per­
formance of their function is their accessibility to large 
numbers of people. The large retail stores, to a great 
extent, have broken down their packet of functions and rele­
gated the movement of goods to warehouses outside the CBD. 
The distance that a shopper will walk, especially 
with packages, to do comparison shopping or make additional 
purchases is limited. Tne actual distance that one will 
travel by foot will depend on the individual and his shop­
ping incentive. Some studies indicate this distance usually 
will not exceed four blocks. 
The most centralized establishments have a competitive 
advantage, especially when their trade Is dependent upon 
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pedestrian traffic. Thus, one might take the highest and 
most intensive use in this functional area, or the point of 
heaviest pedestrian traffic, and delineate a time or block 
boundary which would be indicative of the area In which most 
pedestrian shoppers would tend to concentrate their buying. 
The movement of people by transit should also be con­
sidered, especially in this functional grouping. The time 
necessary for a shopper to travel from one desired area to 
another, and the charge for such travel, will tend to in­
crease or decrease the accessibility and desirability advan­
tages of GBD areas. This might be illustrated by assuming 
two shopping areas of like character, equidistant from a 
group of customers, and served by the same quality of tran­
sit service. If the fare to one shopping area is ten cents 
and only five cents to the other, the latter will have an 
advantage due to the lower cost of transportation. However, 
If the transit line charging ten cents gave services twice 
as frequently as the other line, the advantages of the shop­
ping area served by five-cent transit would be reduced due 
to the time advantage of its competitor. The condition of 
vehicles, attitude of drivers, and other personal consider­
ations influence the advantages or disadvantages of various 
areas served by transit. 
The cost and time considerations in the movement of 
goods and people is the least important for Business Ser­
vices and Wholesalers without Stocks. Accessibility and 
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convenience for employees and business contacts must be 
considered, but communication facilities are probably their 
most important considerations. 
The movement of goods is of major Importance to the 
Wholesalers With Stock and Manufacturers. Accessibility 
and convenience to employees and buyers are considerations, 
but their economic abilities and space needs are such that 
they cannot compete for locations having the higher degrees 
of advantages. The proper performance of these activities 
is dependent upon the time and cost factors In the trans­
portation of goods, and they tend to locate in areas that 
can be most readily served by the transportation services. 
Thus, the time and cost of transportation in the 
movement of goods is most important to the Wholesalers 
with Stock and Manufacturers; the movement of people is 
most important to the Retail and Consumer Services; and the 
movement of either is of least importance to the Wholesalers 
Without Stock and the Business Services. The advantages of 
the functional areas depends upon the degree of efficiency 
with which each receives these highly important services. 
Final Determination of the Boundary 
Reference will be made in this section to certain 
"values" of the indications, discussed in the preceeding 
section. Each indication had definite characteristics and 
the extent of these characteristics Indicates the "value" 
of an area. As an example, in considering the density indi­
cation, if an area had a high relative density, its value 
for this indication would be high. Thus, in all the indi­
cations, each area has a relative value. The extent to 
which the characteristics of each indication are necessary 
for the various activities and functional areas Is not the 
same for all activities. In this respect, a high value of 
the pedestrian traffic Indication would be very important 
to a retail store, while of relatively little importance to 
the wholesalers with stock. 
The CBD areas which maintain the highest values of 
all the necessary indications are definitely the most impor­
tant areas in the CBD. The individual activities of the 
three functional groups which are located within their 
functional area should receive higher consideration than 
those outside their proper functional area. Within the 
functional area, those activities which reflect the highest 
values of all the mapped indications should receive the 
highest consideration of all. This would be justified 
because each indication reflects the advantages which are 
necessary to each activity, and those which reflect the 
highest degree of advantage would be the uses most desirable 
in the CBD. 
In some portions of the CBD uses maintaining a high 
value level may halt abruptly because of a river, lake, 
railroad, or other barrier. When these barriers are not 
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overcome and the CBD uses continued, it is proper to place 
a boundary line at such points. In other areas, concentrated 
and high value CBD uses may cease abruptly and residential 
use begin. A boundary line also can be drawn in this case. 
It Is the boundary justification In other areas which 
presents the difficulty. Boundaries in these areas will 
usually be arbitrary to a certain degree, but the extent of 
this arbitrariness can be reduced decisively through the 
application of all the data thus far obtained. 
As the indication values of the activities recede, 
the value of these activities to the CBD also become less. 
The establishment of a boundary in such areas can only come 
after practically each block and its activities have 
received individual study. This will be time consuming, 
but the process for judging each activity would contain 
essentially the same basic group of decisions which would 
have to be made. 
First, one would have to establish a point at which 
the activities are of such a nature that taose on one side 
are definitely a part of the CBD, while those on the other 
side are questionable. The questionable areas then would 
be considered individually, thorough study being given to 
the characteristics necessary for the proper functioning of 
this type of land use activity and its relation to the 
indications. 
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In this respect, a retail use which Is out of Its 
functional area, on low-priced land with a low density, 
unavailable to groups of pedestrians, and not served by 
transit would immediately be listed as questionable because 
of the low value it receives from the indications. This is 
plausible because a retail use in this location Is not 
receiving the advantages which make for a profitable GBD 
enterprise. Further examination would probably show that 
a use of this type could operate just as well almost any 
place in the city. 
One should continually keep In mind, throughout this 
process, that there are only certain economic and non-
economic establishments which can be located properly in 
the CBD. The CBD is the ecological center of the city or 
metropolitan area, and often is geographically centered in 
relation to outside areas. This means that the CBD can 
offer great advantages to the activities locating within its 
boundaries. But, only those activities which will enhance 
and improve the city whole should be allowed to use this 
precious CBD land, for along with the freedom of use of 
these most advantageous sites goes the responsibility for 
maintaining high standards. The natural market and other 
influences are at work to uphold these standards, but acci­
dents continually happen which are adverse to the general 
health of the CBD. These adverse activities always prevent 
the CBD from operating at its optimum capacity and should be 
removed whenever possible. 
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CHAPTER III 
DELIMITATION OP THE ATLANTA CENTRAL BUSINESS DISTRICT 
This chapter will be concerned with the delimitation 
of the Atlanta CBD, baaed upon theory and data presented in 
the two previous chapters. 
In order to gain a general background knowledge of 
Atlanta prior to considering actual CBD delimitation, the 
first section in this chapter will deal with the physical 
base, regional and metropolitan economy, and the general 
characteristics of Atlanta's downtown business area. 
The indications of Atlanta's CBD boundary, presented 
through maps and text, will be discussed in the next sec­
tion; and the final portion of the chapter will deal with 
resolving the indications into the final boundary. 
Introduction to the Study of Atlanta 
Atlanta's Physical B a s e 1 
Atlanta is located on the Piedmont Plateau, a belt 
which lies inland from the Atlantic and Gulf Coastal Plains 
and runs north from Alabama to above New York city. This 
plateau lies approximately 1,000 feet above sea level and 
is flanked on Its inland borders by the Appalachian mountains. 
Metropolitan Planning Commission, Up Ahead, Atlanta: 
Metropolitan Planning Commission, 1952, pp. 12-15. 
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Atlanta Is one of the few cities in the world located 
on a water divide. It is on the crest of a ridge which 
divides drainage waters between the G-ulf of Mexico and the 
Atlantic Ocean. Other urban areas of Atlanta's size have 
usually developed on the shores of lakes and oceans, or 
along navigable rivers. 
There are two points that should be made about the 
site conditions of Atlanta. First, large urban concentra­
tions at such sites are possible only on the basis of 
technology and not as a result of natural factors. Such 
cities depend upon transportation to give their location 
strategic importance, and their future depends upon further 
improvement of transportation facilities to continue their 
advantage over other areas. Second, they are particularly 
vulnerable to a lack of water. If these cities are to grow, 
they must be able to develop a water supply capable of sup­
porting their continued growth. 
The physical characteristics of the land have played 
a major part in Atlanta's development, and Its understruc-
ture and topography favor a healthy future growth. The most 
important physical characteristic is possibly the ridge 
structure of the land. It was the confluence of three main 
ridges from the northwest, southwest, and east that fixed 
the exact site of the city. On these three ridges were 
located the first railroads, and later railroads were built 
on lesser ridges or major valleys to connect at the central 
point. 
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This ridge structure has influenced the kind of com­
munity that has developed, Atlanta and its suburbs have 
grown on ridge-crest positions, and ridge lines.have been 
used as the routes of major streets, rail lines, and high­
ways . 
Several creeks and streams flow through the valleys 
of this area, draining into the Chattahoochee River on the 
west, and the Flint and South Rivers on the south and 
southeast. 
The variety of subsurface conditions is favorable to 
construction work, particularly the building of large struc­
tures. An unusual characteristic of the understructure is 
that Atlanta's ridges often contain little or no resistant 
rock materials, most of the bed rock exposures being along 
stream courses. The common situation would find ridges of 
rock and the stream valleys full of eroded soil. 
The openness of land in all directions is also Import­
ant there being no major physical barriers on any side. To 
the west, the Chattahoochee River flows in a relatively 
narrow and deep valley that can be spanned without difficulty 
at most points. The only mountains are small and not close 
to the area of urban growth. 
The Regional Eoonomy 2 
Atlanta is the center, economically and geographically, 
Metropolitan Planning Commission, Economic Supplement 
to the Regional Land Use Plan, Atlanta: Metropolitan Plan-" 
ning Commission, 1952, pp. 1-18. 
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of the Southeastern region of the United States. The economy 
of Atlanta is so closely bound to that of the region that a 
few words concerning the regional economy, at this point, 
may lead to a better understanding of Atlanta's economy. 
Since the depression of the early thirties, the South­
east has been moving steadily toward a stronger and more 
diversified economy. The region has been growing progres­
sively more important in relation to the total country in 
those factors that either make or reflect a well-balanced 
economy. 
The population of the region has remained at about 
fourteen per cent of the national total. The Southeast's 
share Is less in Income payments, retail sales, and whole­
sale sales than its share of population. However, the 
region's ratios in these items has been rising while the 
population ratio has remained relatively stable. 
Farm income is the only one of the economic measures 
in which the Southeast has a larger share of the national 
total than its population ratio. The region's share of 
crop income, however, has been decreasing, partly because 
of the shift toward more livestock. 
The region's economic growth during the past twenty 
years would seem to indicate that the pattern is set for the 
continued development of the area. The trend has been 
toward a decrease in agricultural dependence and an increase 
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in manufacturing. Within manufacturing and agriculture 
there has been a shift toward greater diversification. 
The Atlanta Economy 3 
Atlanta has taken advantage of its location in the 
geographic center of the Southeast, and is recognized today 
as the region's financial and commercial center. 
Atlanta is the largest metropolitan area in the South­
east, and, according to the 1950 census figures, ranks 
twenty-third in the United States in metropolitan area popu­
lation. 
More goods are sold in Atlanta than in any other city 
in the Southeast region, according to the 1950 Census of 
Business. Atlanta sells fourteen per cent more retail goods 
than Its closest competitor, Miami, and has eleven per cent 
more wholesale sales than Memphis, its closest competitor in 
this field. Although Atlanta leads the Southeast in total 
wholesale volume, it falls behind Memphis in sales by merchant 
wholesalers and by agents and brokers. 
In sales by factory branches, Atlanta is in the leading 
position as a regional distribution center for national manu­
facturers. Charlotte, with the region's second largest fac­
tory branch sales, did less than half as much business. 
More than one half of Atlanta's total wholesale sales were 
made by branch offices. 
3 I b i d , pp. 18-29 
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In manufacturing, Atlanta Is slightly outranked by 
Birmingham, which is primarily an industrial city, 
Atlanta is the financial center of the entire region, 
being thirty per cent above Its nearest competitors in bank 
debts and deposits. The Sixth Federal Reserve District, 
with headquarters in Atlanta, serves the major portion of 
the Southeastern region. 
Atlanta ranks high in communication. It is the largest 
telephone center in the South and one of the world's largest 
switching centers. Atlanta is the headquarters for Southern 
Bell Telephone and Telegraph, and is the southeastern head­
quarters for American Telephone and Telegraph Company, The 
city ranks third in the U. S. in number of telegraph mes­
sages handled, being the only city in the region which is 
equipped for automatic switching of telegraph messages, and 
it serves as the relay center for the whole region. While 
no other regional city ba3 more than fifty circuits to 
offices, Atlanta has 353. Telegraph revenues in Atlanta 
are approximately three times those in Miami, the second 
ranking city in the region. Atlanta ranks tenth in the 
"0". S. In volume of air mail dispatched and nineteenth in 
postal receipts. In these two respects, Atlanta was almost 
double the second-ranking Southeastern city. 
Atlanta was created as a railroad center and has 
become the focal point for all types of transportation in 
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the Southeast. Today, it is the leading center in the 
region in railway traffic and trucking. In air transport­
ation, it is second to Miami. 
The city Is served by fifteen main lines of eight 
railroad systems, more than 275 railway freight merchandise 
and package cars originate in and move out of Atlanta daily. 
The Railway Express Agency carries more express shipments 
per capita In and out of Atlanta than in any other city in 
the nation. 
The same factors causing Atlanta's growth as a rail­
way center have also made it an important trucking center. 
In fact, Atlanta's excellent rail connections with other 
parts of the nation have made It a rail-highway trans­
shipment center, with trucks becoming increasingly Important 
for short-and-medium-haul originating or terminating rail 
freight as well as for carrying freight from point of origin 
to destination. Atlanta Is the leading highway freight cen­
ter in the region, having thirty more fixed schedule truck­
ing lines in operation than its closest competitor. 
Atlanta is the leading center of U. S. government act­
ivity in the Southeast. It has been designated officially 
as the regional headquarters for all defense agencies. 
Total Federal civilian employment was approximately 21,000 
in 1952. 
Atlanta is also the regional center in higher educa­
tion with more than 13,000 students enrolled In its nineteen 
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colleges and universities in 1950. There are more Negro 
schools of higher learning In Atlanta than ln any other 
city In the world. In college enrollment, the city ranks 
first In the Southeast for both white and Negro students. 
A study of the recent growth trends in the leading 
Southeastern cities indicated that Atlanta is likely to 
maintain its position as the business capital of the 
region. Table I 4 shows the per cent Increase in retail 
sales, population, wholesale sales and manufacturing 
employees for the eleven largest metropolitan areas in 
the Southeast between the last two censuses. 
Table 1. Growth Trends in Percentage Increase for the 
Eleven Largest Metropolitan Areas of the 
Southeast, 1939 - 1950 
Retail Wholesale Manufacturing 
Metropolitan Population Sales Sales Prod. Employees 
Area 1940-50 1939-48 1939-48 1939-47 
ATLANTA + 2&fo + 232% + 363^ + 46^ 
Birmingham 21 256 348 56 
Memphis 34 245 353 59 
Tampa-St. Pete 49 271 233 19 
Knoxville 36 280 321 38 
Nashville 25 206 241 44 
Jacksonville 44 250 309 41 
Chattanooga 16 210 284 41 
Mobile 61 362 287 77 
Charlotte 29 261 374 31 
Miami 83 322 346 100 
AVERAGE + 35% + 258% + 334^ + 47# 
4lbid, p. 26. 
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Atlanta's percentage increase in population has not 
been as high as the average increase for the eleven urban 
areas. If Mobile and the Florida cities are eliminated from 
the list, Atlanta compares favorably in population gain with 
the other areas. 
The percentage changes in retail sales follows the 
comparable pattern of changes In population. Atlanta's 
increase in wholesale sales was greater than any other city 
in the Southeast. Atlanta continued to grow as the regional 
distribution center, although Its population growth was not 
at as fast a rate as some of the other regional cities. 
The future looks bright for Atlanta and taking into 
account all the things that contribute to making a city the 
economic center of a region, it does not seem likely that 
any of the other cities of the Southeast will usurp Atlanta's 
titled position anytime in the near future. 
The Central District of Atlanta 
The Atlanta Central District can be generally des­
cribed in two parts. The area south of Baker Street Is 
known as the "downtown business district", while the area 
north of Baker Is called the "uptown business district". 
Before starting the detailed analysis of the CBD 
boundary indication, a short description of the activities 
taking place in the central district, in terms of public, 
industrial, and commercial use, will be given as general 
background. 
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Public.—The only concentrated public-use area is located 
southeast of the main business district. It contains the 
city, county, and state governmental buildings. All the 
buildings are within two blocks of each other, at the 
intersection of Mitchell Street, Washington Street, and 
Central Avenue. Two new governmental structures are 
presently being erected on the northern and southern sides 
of the state capitol building. The Federal offices and 
other public institutions, such as the library and post-
office, are dispersed throughout the central district area. 
Industry.-«The majority of Atlanta 1s Industry is located 
along the railroad rights-of-way. There has never been a 
single industrial center In the metropolitan area, and the 
present industries are largely decentralized. Much of the 
Industry which located in the central district during the 
city's early growth has moved out to the fringes of the 
metropolitan area and there is every indication that it 
will continue to do so. 
One reason for this movement is that downtown pro­
perty values for industrial purposes have been adversely 
affected by traffic congestion and blight. Another 
reason is that much of the industry, of a regional distri­
butive nature, can be better served in outlying areas with 
additional gains of cheaper land, one story buildings with 
more floor space per worker, and a satisfactory amount of 
space for automobile parking. 
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The outward movement of distributive and manufactur­
ing operations will open up new areas for those industries 
which must locate near the downtown area because of neces­
sary proximity to customers and suppliers, i.e., manufactur­
ing of a service nature and metropolitan distribution 
operations. These areas will have to be redeveloped to 
meet the needs of the new activities by eliminating traffic 
congestion, conflicting land uses, and blighted residential 
areas. 
The relocation of industry in the peripheral areas 
should be accelerated as new areas are opened up and 
existing areas more fully developed. Today, the Industrial­
ist in the central district occupies an untenable position, 
in terms of sales operations and labor efficiency, if his 
competitors have moved to Improved plants in attractive 
areas and he remains in an obsolescent and deteriorating 
downtown area. 
There are some industries that typically locate near 
the center of urban activities In the downtown area, and 
such Is the case In Atlanta. Here are located the garment 
industry or "needles trade", a printing and publishing 
Industry of regional Importance, and a diverse distributive 
group of businesses serving the metropolitan area. These 
industries seek a central location for various reasons. 
The garment industry desires locations near its competitors, 
is dominated by an ethnologically homogeneous group, and 
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their operation is characterized by such extreme price 
competition that proximity to a sub-marginal labor force 
is essential. The printing industry, because of the high 
degree of competition and specialization of work, must be 
located near the consumer to make possible continuous per­
sonal relationships. The metropolitan distribution activ­
ities must be near both customers and suppliers. Acces­
sibility to a large supply of low-skill labor is especially 
necessary for the food distributions. 
There ia no reason to believe that the locational 
preference of these trades will change, nor is it particu­
larly desirable that they do so. However, there is good 
reason to believe that the physical appearance and effic­
iency of these operations can be improved through the 
redevelopment of present industrial concentrations into 
planned areas. 
Commercial.-- 5In terms of economics, the most important 
area in Metropolitan Atlanta is the downtown business dis­
trict. This area accounta for forty per cent of all commer­
cial space 6 in the Atlanta area. The downtown district con-
taina the area's highest real estate evaluations and the 
major metropolitan and regional business functions which are 
very important to the economy of the area. 
^Economic Supplement, op. cit., pp. 96-102. 
Commercial space includes offices, retail trade, 
retail services, eating and drinking, finance, hotels, theat-
rea, and parking. 
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The downtown and uptown districts account for fifty-
seven per cent of the metropolitan commercial space, being 
the major location of all such establishments except drive-
in theatres and tourist courts which need large amounts of 
vacant land. The majority of the area's office space, 
financial establishments, hotels, theatres, large depart­
ment stores, and specialty shops are found In these two 
districts. 
There have been two major shifts in the location of 
the area's commercial space in recent years. One concerns 
the shifting of certain downtown functions to the uptown 
business district. The other Is the shift of consumer-type 
services to outside areas, nearly half of Atlanta's retail 
trade and eating and drinking establishments being decentral­
ized. 
There are good and bad aspects of these shifts. To a 
certain extent, they represent a natural development result­
ing from the CBD growth or from the "legitimate pull" of 
decentralization to the suburbs. On the other hand, to the 
extent that the shifts are the results of congestion, inad­
equate parking facilities, e t c , they present a serious 
problem for the CBD. 
The major characteristic of the commercial decentral­
ization trend is that more specialized functions are remain­
ing in the business, while the less specialized are moving 
out. If this trend continues, the downtown district will 
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become an area of specialized business operations which 
require a market which is metropolitan or regional in scope 
and a geographically central location for the convenience 
of customers or clients. 
The Indications of Atlanta's 
Central Business District Boundary 
The Study Area 
The area to be studied was determined by mapping all 
non-residential uses, beginning at the point of highest con­
centration in the Five Points vicinity and continuing out­
ward in all directions until the predominant use, In most 
cases, became residential. 
7 
The resulting land-use map is shown in Figure I. 
The study area was discontinued on the south and east 
because of the dominance of residential use In the blocks 
immediately following. On the west, from Memorial to Baker, 
the railroad becomes a barrier which is not crossed by the 
non-residential uses. From Baker to Third Street, on the 
west, the expressway forms a barrier separating residential 
and non-residential uses. The northern boundary Is the 
only portion of the study area established for reasons 
other than the dominance of residential uses. Although 
residential uses are more evident within this commercial 
corridor than in any other section of the study area, they 
7 
Based on the 1953 Atlanta Land-Use Map prepared by 
Harland Bartholomew and Associates. 
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atill are not the dominant land use and the Third Street 
boundary was established after consideration of other fac­
tors available from existing studies on floor/ground space 
density ratio, rental charges, and time-cost transportation 
relationships• 
The area north of Third Street contains many estab­
lishments which are of CBD character, such as a hotel, 
office buildings, theatres, and several retail outlets. 
However, intermingled with these establishments are several 
land uses which could not be classified as CBD activities, 
such as residences, churches, garages and used-car lots. 
This area is still in a stage of transformation from 
residential to business. And even though there are several 
intersections and blocks where business uses are concen­
trated, the over all density ratio is extremely low in com­
parison to the ratios of like establishments within the rest 
of the study area. The relatively low rental charges are 
also indicative of the advantages which the downtown area 
holds over the corridor development. 
The long and narrow shape of this business corridor 
adds to the costs in time and transportation for the people 
and goods which must circulate between this area and the 
more highly concentrated downtown district. 
Thus, the lack of concentrated development, the rel­
atively low density and low rental charges, and the added 
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disadvantage of time-cost transportation factors removed 
this area from consideration. 
These same factors were also responsible for exclud­
ing several ribbon-like developments on Whitehall, Auburn, 
Marietta, and Ponce de Leon. 
Natural and Man-Made Features Acting as Barriers to Expan­
sion.—These features often can be used to explain the 
patterns of various land uses and, in some cases, the exist­
ence of certain portions of the CBD boundary. 
Except for topography, the important natural and man-
made features In the Atlanta CBD study area are shown on the 
land use map. On the western boundary the railroad and 
expressway exist as man-made features which have not been 
crossed by CBD enterprise. However, that portion of the 
railroad running southeast through the downtown area has 
been bridged and CBD development continued, interrupted in 
some cases and continuous in others. The existing viaduct 
development shows that it is possible to conquer these 
man-made barriers, and the absence of similar developments 
in other railroad areas of the CBD would seem to indicate 
that continuing commercial development at these points is 
presently not a desperate need. 
This area contains one particular land feature 
which should be mentioned. Peachtree Street rests on a 
ridge with the land immediately sloping off to the east and 
west in certain areas. The slope is particularly noticeable 
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in the study area section between Baker and Auburn. This 
points out one of the reasons for the lack of intensive 
development on the streets below and paralleling Peachtree. 
This topographical feature, plus the magic quality of the 
name "Peachtree", gives the properties along this street a 
special and added value. 
Grid A r e a s . — I n Figure 2, the blocks within the study area 
have been numbered and then grouped Into grid areas. These 
numbers correspond to the ones used by the Metropolitan 
Planning Commission in various statistical analyses. The 
identical numbering system has been used to facilitate com­
parison or further work that would necessitate the use of 
information from this thesis and the Metropolitan Planning 
Commission files. 
The grid map will permit quick identification of 
areas and also will simplify the presentation of the mater­
ial in the text of the following sections. 
Density 
Figure 3 8 shows the floor space/ground space den­
sity ratio for the blocks within the study area. This map 
of density ratio Is based on total floor space available, 
Based on information compiled by the Atlanta Metro­
politan Planning Commission. 
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for all uses and does not show the density ratios for eaoh 
of the basic land use types'7 or the three individual func­
tional combinations. 1 0 However, the space figure tables 
in Appendix II list the square footage of space use and 
density ratio figures for each functional combination in 
each block. 
The density ratios for the basic land use types were 
not mapped because the available information was not 
gathered in a suitable manner to facilitate the 3ix-way 
breakdown which would be necessary. The breakdown which 
was used In gathering the basic space data was suitable, 
with some modification, for division into the three func­
tional combinations which have been referred to previously. 
This information is contained in Appendix II and was not 
presented in map form because Figures 3 and 4, showing 
total space density ratios and the functional areas, give 
one a sufficient idea of the floor area within each block 
and the function which uses the majority of the floor 
space. When more specific information is necessary, It is 
readily available in Appendix II. 
"Retailing, Consumer Services, Business Services, 
Wholesaling Without Stock, Wholesaling with Stock, and 
Manufacturing. 
^Retailing and Consumer Services, Business Services 
and Wholesaling without Stock, and Wholesaling with Stock 
and Manufacturing. 
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The space figures for the study area Include all 
non-residential space available for use, whether occupied 
or vacant. Vacant floor space was included in the func­
tional group corresponding to Its previous or most desir­
able use. The ground space figures include only the square 
footage within the non-residential property lines, exclud­
ing streets and sidewalks. 
Within the study area the total ground space amounts 
to 20,122,043 square feet and the total floor space is 
32,544,501 square feet. 
The greatest concentration of floor space, 6,764,512 
square feet, is found in grid area 6132. Here, approximately 
twenty-one per cent of the total floor space is contained in 
seven per cent of the total ground area. All but four blocks 
having a density ratio above 5.0 are found within this area. 
Two of the four blocks are located in grid area 6133; all 
four are within two blocks of the highly concentrated 6132 
area. 
There are only seven blocks in this entire area that 
fall below a ratio of 4.0. The major reason for this is 
the use of much of the land for automobile parking. The 
highest density ratios in this grid area are found in blocks 
42 and 75. Block 42, including the floor space for the 
Pulton National Bank, has a ratio of 13.08; while block 75 
(Dinkier-Plaza Hotel block) has a ratio of 11.22. 
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Oddly enough, the block having the highest density 
ratio is In grid area 6137, southeast of 6132. It is block 
38, which houses the Hurt Building, and has a ratio 16.79. 
Although four other grid areas have some blocks of 
very high density ratios, none came within even fifty per 
cent of the concentration exhibited in area 6132. 
Thus, from the standpoint of density, the highest 
value Is attained by grid area 6132, with the next highest 
values being found in the contiguous areas of 6133, 6127, 
6136, and 6135. The remaining areas have very low density 
values, averaging only 1.5 In the highest. 
Functional Areas 
Before discussing the information contained in 
12 
Figure 4 , an explanation will be given of the procedure 
used to arrive at the functional area designations. 
The original space figures were gathered for the 
nine categories of Retail Trade, Eating and Drinking, Retail 
Services, Hotels, Structural Parking, Offices, Manufacturing, 
Wholesaling and Warehousing, and All Other (including 
theatres, hospitals, churches, clubs, community services, 
and transportation). For the purposes of this thesis, these 
nine categories were grouped into the three functional com­
binations which were studied in Chapter I. To form the 
12_ 
J ? a s e d o n Information compiled by the Atlanta Metro­politan Planning Commission. 
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functional combination of Retailing and Consumer Services, 
the following categories were grouped together: Retail 
Trade, Eating and Drinking, Retail Services, Hotels, Struc­
tural Parking, and All Others. The office category was used 
to form the functional grouping of Business Services and 
Wholesaling without Stocks. The final functional combin­
ation of Wholesaling with Stocks and Manufacturing was 
attained by grouping the categories of Manufacturing and 
Wholesaling and Warehousing. 
There is one change caused by the formation of these 
combinations which differs from the functional combinations 
as defined in the first chapter. Whereas the thesis defi­
nitions included space used by governmental service units 
and space used by physicians under Retailing and Consumer 
Services, the original Atlanta space survey grouped these 
activities under Business Services and Wholesaling without 
Stock. Since it is impossible to break the original sur­
vey into Its many subdivisions, this one modification will 
have to be inserted at this point and space for the two 
controversial activities will be Included under Business 
Services and Wholesaling without Stocks. 
The map of the functional areas will be analyzed by 
studying each functional combination separately. One 
important finding resulting from the study of the functional 
combinations Is the fact that one of the three functional 
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combinations accounts for fifty per cent or more of the 
floor space in every study area block, except for three 
very-low-density blocks. 
Retailing; and Consumer Services.—This combination accounts 
for half of the total floor space in the study area, being 
15,855,462 square feet. Although these activities appear 
to stretch from one end of the study area to the other, 
their main concentration lies along Whitehall and Peachtree, 
from Mitchell to Baker, with four grid areas (6132, 6133, 
6135, and 6136) accounting for 55.9 per cent of all the 
Retailing and Consumer Services floor space. The majority 
of this space is located within one block of the Whltehall-
Peachtree corridor. 
It is interesting to note that three blocks housing 
Davison's and Rich's account for almost 2,000,000 square 
feet of floor space, or approximately thirteen per cent of 
all the floor space In this grouping, in only .02 per cent 
of the ground space within the study area. They are located 
in two of four retail blocks having a density greater than 
5.0. The third block, 31, is in area 6137, and contains 
small retail and consumer service establishments. The 
fourth block, 40, in area 6132, is dominated by high-price 
men's wear establishments. 
The location of the major Business Services and 
Wholesaling without Stock activities points up a peculiar 
characteristic of the Atlanta downtown area. This functional 
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group separates the intensive retail areas into two distinct 
zones which are very different in character. The one con­
centrated along Peachtree from Ellis to Harris deals almost 
exclusively in high-priced merchandise. Rich's stands out 
as a retail district in itself, selling both high-priced and 
popular-priced goods, but the retail establishments sur­
rounding it are devoted almost exclusively to the lower-
priced lines of goods. 
Other than the blocks already mentioned as being 
dominated by retail trade and having a density above 5.0, 
there are only three more blocks that merit consideration 
in this functional combination. These are blocks 81, 75, 
and 76 in grid area 6132. Each has a density ratio above 
5.0, and the dominant space user in each block is a hotel. 
The remainder of the blocks in this functional group 
contain small retail stores, service establishments, and 
parking facilities. 
Thus, the establishments having the highest values 
for this functional combination are those previously des­
cribed in the vicinity of Davison's and those at the Rich's 
and Whitehall shopping district. The combined use of the 
functional area and density maps will quickly Isolate the 
important blocks for Retailing and Consumer Services. 
Business Services and Wholesaling without Stock.—Fifty-
five per cent of the space for this functional combination 
is closely grouped in blocks falling within grid areas 6132, 
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6133, and 6137. By including five blocks from areas 6136 
and 6139, the percentage is raised to approximately seventy-
five per cent of the total floor space for this combination. 
The majority of this space is used by Business Ser­
vices and Wholesaling without Stock as defined in the first 
chapter. Only the five blocks in areas 6136 and 6139, 
housing city, county, and state governmental units, and one 
block, 53, in area 6132, housing the Post Office, would be 
properly Included in the previous functional combinations. 
Ten of the eighteen blocks having a density above 
5.0 are dominated by Business Services and Wholesaling 
without Stock, and seven of these ten blocks are located 
on Marietta and Walton, between Peachtree and Cone. Two 
of the other three blocks are located at the intersection 
of Pryor and Edgewood; block 38 housing the Hurt Building 
which has the highest ratio In the study area of 16.79. 
Although the governmental blocks are centralized 
and have a large amount of floor space, the surrounding 
open spaces bring their density ratios down rather low. 
There are also several blocks in grid area 6122 
which are dominated by this function, but their floor 
space figures are relatively small in comparison with the 
other areas, and the density ratio is extremely low, aver­
aging around 1.25. 
Thus, the blocks in area 6132 receive the highest 
value for this indication, with the governmental blocks 
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ranking second. The 6122 area is growing in this function, 
but the present values do not put it in strict competition 
with the other two areas. 
Manufacturing and Wholesaling with Stock.—Five grid areas 
account for 57.8 per cent of the floor space in this group­
ing. Three of the areas (6138, 6139 and 6136) are located 
in the southern part of the study area (and contain 38 per 
cent of the 57.8 per cent total), and the other two, 6131 
and 5115, are on the west in the vicinity of Lucky and 
Marietta. 
The blocks of area 6134 are also dominated by this 
function, but the area is relatively unimportant when com­
pared to the previously discussed districts. Their density 
ratio averages only .50, and there are several residential 
uses also mixed in which tends to lower this area's overall 
value for this functional combination. 
There is only one block In this entire combination 
which exceeds a 3.0 ratio, and it is block 29 in grid area 
6132, housing the Atlanta Journal-Constitution Building and 
having a density ratio of 5.11. 
The garment industry accounts for a large part of the 
Manufacturing and Wholesaling with Stock floor space in areas 
6136 and 6139. Their main concentration is between the 
governmental district and the Whitehall shopping area. Much 
of the space alloted to use in this area is presently unoc­
cupied and in buildings which are deteriorated and past the 
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stage of being useful to the GBD. This is especially true 
in the block facing the Pulton County Court House on Pryor 
Street. 
The remaining blocks dominated by this function con­
tain establishments devoted to wholesaling with stock and 
light manufacturing, such as garages and repair shops. 
The Manufacturing and Wholesaling with Stock estab­
lishments have the lowest overall values of the three func­
tional groupings. The buildings which they generally occupy 
are the most inefficient and dilapidated in the entire study 
area, and the nature of their operations is such that they 
tend to repel activities of the other two functions. How­
ever, many establishments of this type need a CBD location 
for the maximum performance of their function, and while it 
is not especially desirable that all such uses be excluded 
from the CBD, their pattern of development should definitely 
be improved. 
Rental Charges 
There is no map of rental charges included in this 
thesis. Complete information on rents per front foot for 
the study area is being prepared by the staff of the Pulton 
County Tax Assessor's Office, but it will not be completed 
or available until sometime during the Sumner of 1954. 
There is other information available on rents and evalu­
ations but it is several years old and no longer valid. 
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Instead of including this out of date material, this 
section will describe the method by which the Tax Assessor's 
findings can be used, once they become available, to sub­
stantiate other data included in this chapter. 
Sufficient information is available to point out the 
highest rental locations in the study area, and there happen 
to be two "one-hundred per cent" locations. One is opposite 
Davison's and the other is on Whitehall between Hunter and 
Alabama. The charge in Davison's area will be between 
$8,000 to $10,000 per front foot, while the other one-hund­
red per cent zone will be roughly two-thirds of this figure. 
As mentioned earlier, the Davison's retail area deals al­
most exclusively with high-priced goods and the average 
buying power of their customers is much higher than those 
frequenting the Whitehall shopping district. 
These two areas are the focal points from which 
rental charges for the remaining blocks should be plotted; 
the values receding in all directions from the one-hundred 
per cent locations. The exact degree and intensity of this 
recession will not be known until the Tax Assessor's office 
completes its work. But, knowing the two general locations 
of the highest values for the rental charge Indication will 
be of help at this stage. 
The density map has shown that there are several 
blocks of comparable density, and the functional area map 
and Appendix II point out the uses which are dominant within 
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these blocks. The Important information illustrating the 
quality difference in these blocks would come from the 
Imposition of rental charge data. This would show that 
even though some blocks are alike in respect to density, 
they all cannot use their land to the same advantage. 
The plotting of rental charges would further show 
the activities which use their space to the greatest 
advantage, and the ones paying the highest rents naturally 
would have the choice locations. 
Pedestrian Traffic 
13 
Figure 5 shows the pedestrian traffic volumes for 
a restricted segment of the study area; the count being 
taken for only the two one-hundred per cent areas and the 
district dominated by offices. 
The highest values for this indication are found in 
the blocks dominated by retail trade. The area on White­
hall, between Alabama and Marietta, has the highest average 
with a pedestrian count of 920 for the peak periods. The 
second district in the top category is on Peachtree between 
Cain and the intersection of Peachtree and Pryor, which 
includes one of the two one-hundred per cent locations. 
The one-hundred per cent zone in the Whitehall area falls 
in the next highest category of pedestrian traffic, and an 
Based on information from the office of the Fulton 
County Tax Assessor. 














PACKARD PEDESTRIAN TRAFFIC COUNT 
AVERAGE OF COUNTS TAKEN FOR PEAK 
30 MIN. PERIODS, 10:30 - 11 A.M., 2 :30-3 P. M. 
134- 199 400-599 






- ) UJ 
SCALE 
m 52 3 -I 0 _i 1 UJ 
FIGURE 5. PEDESTRIAN TRAFFIC 
124 
almost identical count was made on Peachtree between 
Marietta and the intersection of Peachtree and Pryor. 
The highest pedestrian counts are, thus, located 
on Peachtree-Whitehall from Cain to Hunter, and the majority 
of the ground uses along this street deal in retail goods, 
or that function which depends on high pedestrian volumes 
for maximum operation. 
The layout of the streets, in addition to land use, 
has an important effect on the CBD. The focus of all down­
town streets is the Five Points intersection and the major 
CBD streets radiate from this point; Peachtree-Whitehall 
running north and south, and Marietta-Edgewood to the east 
and west. The area from Baker to the Peachtree-Pryor inter­
section is dominated by one street: Peachtree. At this 
Intersection the method of street orientation changes 
abruptly with three street radiating from this point and 
dispersing traffic in three direction. Conversely, these 
three streets also empty their traffic into the one street, 
Peachtree, at the Peachtree-Pryor intersection. 
South of this area wholly dominated by one street, 
three traffic arteries play important roles in moving 
pedestrians and vehicles. Although Peachtree-Whitehall Is 
the major one, Broad and Forsyth are also important. Cone 
and Fairlie streets contain rather important land uses, 
especially on Marietta, but the fact that they are not 
continuous streets is undoubtedly disadvantageous to them. 
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Their width and intersection with Carnegie 'Way are also 
unfortunate happenings; especially the topography of the 
Carnegie Way intersections. 
Transit 
1 4 
Figure 6 shows the transit volumes for the streets 
of the study area. The length of Peachtree from Baker to 
Peachtree-Pryor shows the highest count of fifty eight 
buses in the peak thirty minute period. As has already 
been discussed, this is partially due to the fact that 
this area Is dominated by one street and north-south 
traffie from several streets converge on Peachtree at 
this point. 
Two other areas which show high transit volumes 
should be mentioned. One is on Peachtree-Whitehall between 
Auburn and Mitchell and the other is on Peachtree between 
Ponce de Leon and Forrest. The reasons for the Whitehall 
count are the land uses in this area and the connection 
this street makes with the outlying residential districts. 
The Ponce de Leon and Peachtree intersections imply the 
reason for the high volumes along Peachtree. The Ponce 
de Leon routes serve the eastern areas out to Decatur, 
and several buses are dispatched to Sears-Roebuck, at 
which point they loop and return to the downtown area. 
The northern residential districts are served by transit 
Based on information from the Atlanta Transit 
C ompany» 
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using the Peachtrees. Peachtree Street has a higher volume 
than West Peachtree mainly because of the buses that run 
only between the Tenth Street shopping area and downtown. 
When these two transit routes come together, at Peachtree-
Ponce de Leon, the high volume results. 
The count on Forsyth between Mitchell and Alabama 
Is due to the Rich 1s-Whitehall area, transit-turn-arounds, 
and service to the outlying southern residential zones. 
The Peachtree-Whitehall count again reenforces pre­
vious data which gave this district high indication values. 
The transit routing on the remaining streets is conditioned 
by the land use needing transit service and optimum con­
nection with residential areas. 
Parking Facilities 
The location and capacity of the off-street parking 
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facilities are shown in Figure 1. 
The only areas completely lacking off-street parking 
are on Peachtree-Whitehall from Mitchell to Harris, and on 
Broad from Mitchell to the Peachtree-Broad intersection. 
Since these two areas consistently have shown the highest 
indication values, this lack of parking enforces the pre­
vious contention in Chapter II which stated that parking 
facilities were not able to compete with the "highest" 
land uses for the most advantageous sites. 
Based on information from the office of the City 
Traffic Engineer. 
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The main concentration of office apace on Marietta 
and in grid 6132, would be completely void of parking areas 
except for the facilities which will be provided in the new 
Pulton National Bank Building. The creation of a parking 
supply In a district already congested by street traffic 
is highly questionable and certainly does not agree with 
the pattern set by the other high land uses of the study 
area. 
Three grids (6132, 6133, and 6137) contain approx­
imately sixty-five per cent of the off-street parking sup­
ply. As shown by Figure 7, these facilities tend to ring 
the establishments generating the greatest parking demand. 
The Davison's shopping area Is best served by these facil­
ities, with the concentrated office area and the Whitehall 
shopping district running a close second. The governmental 
blocks are well outlined by parking areas, especially with 
the new supply to be created In the State Labor and Judi­
cial Building. The remaining off-street parking facilities 
serve small industrial and manufacturing establishments, 
and various other parkers who desire all-day accommodations. 
Time and Cost Considerations 
These factors will be discussed in relation to each 
of the functional combinations. 
Retailing and Consumer Services.--The major concern of act­
ivities In this group is with the movement of people. Goods 
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must also be moved in a minor degree, but the most important 
factor in the performance of their function Is their acces­
sibility to large numbers of people. The maps of pedestrian 
traffic, transit volumes, and parking facilities, delineated 
the establishments in this functional combination which have 
the greatest accessibility advantages. The large retail 
stores have broken down their packet of functions and relega­
ted the movement of goods to warehouses, outside the CBD. 
This is true of Rich's, Davison's, and Sears-Roebuck. Each 
sells its bulk Items, such as large appliances and furn­
iture, from floor models and the actual merchandise is pre­
pared and delivered straight to the purchaser's home from 
their outlying warehouses. 
The inclusion of Sears-Roebuck in this group brings 
out another important consideration for this Indication. 
Although Sears is very definitely a proper CBD use, time-
cost considerations remove it from the possibility of being 
Included within the CBD boundary. The time that is required 
for movement fr om the Davison's or Rich's area to the Sears 
location is, at present, too great to adequately tie it in 
with the downtown areas. The cost of movement, from the 
standpoint of transit, is very low. This Is due to the 
five-cent shoppers which operate between the downtown area 
and Sears. These same considerations are also true for the 
Peachtree-Ponce de Leon area. Transit service Is important 
for the shops at this intersection, but not as much as for 
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the shopping facilities in the downtown district. This is 
true because these uptown stores deal in exclusive and high 
price women's wear and their customers are less dependent 
on transit service, and more reliant on the use of private 
cars. 
Thus, within the Retail and Consumer Services com­
bination, the activities having the highest values for time-
cost considerations are those located on Broad, Whitehall, 
and Forsyth, from Mitchell to their intersections with 
Peachtree, and Peachtree from Marietta to Harris. There 
are several other retailing and service establishments in 
the study area, and where they do not perform a special 
service for other high value functional combinations, it 
is questionable as to whether they should be included 
within the CBD boundary. 
Business Services and Wholesaling without S t o c k . — T h e cost 
and time considerations in the movement of goods and 
people is of least Importance for this combination. Acces­
sibility and convenience for employees and business contacts 
must be considered, but the movement of people is not 
extremely important to them. In Atlanta, however, the major 
concentration of these activities, In grid 6132, has a high 
degree of accessibility. 
The governmental district has the least advantage in 
this grouping, but they are still very accessible to the 
people they must serve. A special effort Is made by transit 
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to give special service to this area, and several buses 
daily loop around these blocks, connecting them with the 
6132 grid. 
Wholesaling with Stock and Manufacturing*—The movement of 
goods is of major importance to this functional group. 
Accessibility to employers and buyers are considerations, 
but their economic abilities, and space needs are such 
that they cannot compete for locations having the higher 
degrees of advantage. The proper performance of these 
activities is dependent upon the time and cost factors in 
the transportation of goods, and they tend to locate in 
areas that can be most readily served by transportation. 
The major concentrations of these activities {in 
grid 6138, 6139, 5115, and 6131) are well located in 
relation to the lines of transportation. The garment 
industry could hardly get closer to the retail stores 
they supply, and convenience to out-of-town buyers is 
very good 
Probably the greatest disadvantage to the activi­
ties in this combination is caused by the lack of adequate 
street design and off-street loading facilities. 
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Pinal Determination of the 
Atlanta Central Business District Boundary 
Figure 8 shows the final delimitation of the Atlanta 
CBD area resolved from the preceding study of indications 
and functions. 
A survey was made by foot, covering every street in 
the study area, to check the activities within each block 
against the information compiled in previous sections of 
this thesis. 
The northwest boundary was established on Spring 
from Harris to Marietta. There are several establish­
ments (film distributors, typographers, Y. M. C. A., hard­
ware wholesale) northwest of this boundary which need a 
CBD location for their proper functioning, but the low 
density of blocks, dilapidation of buildings, high per­
centage of vacant floor space, and intermixture of act­
ivities (garages, heavy manufacturing, funeral homes) 
which do not need a CBD location, led to the exclusion 
of this area. 
The extremely poor physical condition of many of 
the buildings in the study area points out another factor 
which should Influence the decision as to whether certain 
buildings can be Included within the proper CBD area. A 
study of this sort would require a thesis in itself and is, 
of course, beyond the scope of the present undertaking. 
CBD activities have not been excluded from the Atlanta 
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delimited area for this one defect, but it cannot be denied 
that Intensive research along this line would possibly jus­
tify the exclusion of activities which are of proper CBD 
character when they are housed in sub-standard structures. 
At the Spring-Marietta intersection the Glenn Build­
ing was included because of the large amount of occupied 
floor space and the nature of the activities taking place 
within this office building. 
The boundary then follows Marietta until it reaches 
the Atlanta Terminal Station. This station and the South­
ern Railway Office buildings were included because of the 
regional importance they entail. 
The area excluded from the southwest boundary is 
somewhat like the area excluded on the northwest. The main 
difference is of the types of CBD activity located in the 
excluded portions. While the northwest area was dominated 
by film distributors and printers, the few CBD activities 
found in the excluded southwest area are wholesalers and 
garment-makers. The density is low, the rate of vacant 
space is high, and many of the buildings are ready to fall 
apart. 
The southeast boundary in the government area 
closely follows the lines of the city, county and state 
buildings; except for the corner of block 418 which con­
tains the General Railroad Offices. The area between the 
governmental buildings and the Municipal Auditorium which 
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la excluded is undoubtedly the moat confusing conglamaration 
of land uses and structures which could be devised. Rube 
G-oldburg could not improve on the situation. The land use 
in this area exists on two street levels and is a mixture 
of heavy manufacturing, railroads, wholesaling, warehousing, 
and lew-type retailing. This mixture of uses, low density 
and general confusion led to the exclusion of this area. 
The CBD area in the vicinity of the Auditorium 
includes the Fire Station, Atlanta Division of the Univer­
sity of Georgia and the Hurt Building. 
The Southern Bell Telephone Building is located at 
the intersection of Auburn and Ivy, and accounts for the jog 
in the boundary at this point. The activities not included 
in the eastern boundary are primarily devoted to the auto­
mobile trade; consisting of garages, automotive sales, 
filling stations and parking lots. The density 13 low and 
the mixture of land uses, including some residential, 
excluded this portion of the study area. 
The northern boundary was placed at Harris Street. 
The immediately contiguous blocks are dominated by shoe 
repair shops, cheap restaurants, and much vacant floor 
space. North of this boundary, extending up the corridor 
formed by the two Peachtrees and Spring, there are several 
activities (office buildings, wholesaling, and retailing) 
which would be of greater assistance to the Atlanta CBD 
if they were only located within the delimited area. 
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In their present locations, it Is impossible to consider 
them as being within the CBD boundary. Time in transporta­
tion, if not cost, is one major disadvantage. The low 
density of the blocks and mixture of land uses Is also 
unfavorable to them. 
Throughout the previous discussions of the indica­
tions of the CBD boundary for the Atlanta study area, four 
major districts have consistently received the highest 
values. Two of these are the Retailing and Consumer Ser­
vice areas concentrated in the Whitehall and Davison's 
district, connected by the Peachtree-Whltehall corridor; the 
third one is the Business Services and Wholesaling without 
Stocks activities located in grid area 6132; and the fourth 
one is the governmental district. 
For the final resolution of the CBD area, the indica­
tions were put to a strict test by making a block-by-block 
survey to recheck the validity of the conclusions which had 
been reached in relation to each Indication, and the Indica­
tions as a group. 
The final conclusions as shown in Figure 8, bear out 
the validity of using these indications to establish the 
boundaries of the Central Business District. 
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A CHECKLIST OP THE PROBLEMS OP THE 
CENTRAL BUSINESS DISTRICT 
The American city is faced with many problems in its 
residential, industrial, commercial, and other land use 
areas. However, the problems of the most serious nature 
are located In the area which is most important to the 
well-being of the entire community: the central business 
district. 
Various studies have been made and countless articles 
written about the particular problems of this district. A 
few of these articles and studies have been of a more or 
less comprehensive nature, while others have dealt only with 
one or two of the more critical problems. But, this author 
has found none which has presented a listing of the various 
problems in a manner that would give a planner or city 
official a quick and thorough look at the total problem. 
The reasons for this are many and varied. Possibly 
some are lack of time, money, or personnel adequately 
qualified to tackle such work. A particular problem, such 
as parking, might have dwarfted consideration of all other 
problems simply because It is so apparent and of such a 
serious nature. 
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This section will be devoted to a listing of the 
problems of the CBD In the hope that It will prove of some 
worth to the planning field. 
It is not assumed that this listing Is fully compre­
hensive and unchallengeable. Some problems have been omitted 
Intentionally because it was felt that other professions 
could present them with more understanding; others have been 
omitted due to the author'3 inadequacy. Additions can and 
should be made by anyone using this listing. 
The problems are presented in a checklist fashion and 
each is posed as a question to be answered in understanding 
the entire problem or arriving at a solution. The questions 
are listed under six main headings of Traffic, Transportation, 
Parking, Combined Regulation of Traffic, Transportation, and 
Parking, Land Use, and Centralization and Decentralization. 
Traffic 
Regulation of Traffic 
1. Should the regulation of all traffic be controlled 
by one agency or should it be controlled by various agencies 
such as the police department, traffic engineering department? 
2. Should traffic and transportation regulation be 
co-ordinated? Would this be accomplished more efficiently 
and effectively through an agency having jurisdiction over 
both, or by separate agencies? 
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The Street System 
1, Do the CBD streets have sufficient capacity and 
the necessary efficient design to enable them to move traffic 
at optimum speed? The CBD having streets designed for, and 
unchanged since, the horse and buggy days will find this a 
major problem since such streets were not designed to meet 
the needs of today's voluminous traffic. 
2. Are the CBD streets adequately related to the 
land use traffic generators? 
Are there too many intersections in the CBD where 
opposing lines of traffic intersect, e.g., cars vs. cars, 
pedestrians vs. cars, railroads vs. cars vs. pedestrians? 
4. Should some CBD streets be reserved for special 
uses only, such as certain streets being used only for 
mass transit or for pedestrian malls? 
5. Would early morning and late evening hours for 
truck pick-up-delivery allow the CBD street system, to 
function more efficiently? 
6. Would staggered work hours for CBD business, 
allowing peak loads on the street system and mass transit 
to be spread out more, aid in solving some of the CBD 
problems? 
7. Are expressways adequately tied in with existing 
CBD streets? 
8. Do expressway entrances into the CBD area 
adequately connect with parking facilities? 
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9. Should provision for transit accommodations be 
made on expressways? 
Is the smooth flow of traffic on existing streets 
hindered by: 
1. Curbside parking on streets needing that lane 
for moving traffic? 
2. Double-parking or other types of Illegal parking 
on the CBD streets? 
3. Parking garages, lots, drive-ins, e t c , having 
Inadequate storage space in their driveways or entrances 
for cars to wait until attendants take over or the driver 
can get serviced, causing traffic to store up in the 
street lanes until entrance can be made? 
4. Loading and unloading from the curb, large truck 
bodies projecting out into the streets or sidewalks from 
loading bays, and trucks maneuvering on street to enter or 
exit from loading bays or driveways? 
5. Inadequate driver education and courtesy, e.g., 
weaving In and out of lanes, improper turning signals, poor 
car control and other traffic law violations? 
Pedestrian Traffic 
1. How can conflict between pedestrian and vehicular 
traffic be lessened? 
2. Are diagonal pedestrian crossings at Intersections, 
combined with delayed vehicular movement, more successful at 
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busy intersections than the cross walks which are commonly 
used ? 
3. Should intermediate crossings within blocks be 
abolished? 
4. Should some of the CBD areas having heavy volumes 
of pedestrian traffic be closed for vehicular movement and 
used as a pedestrian mall? 
Transportation 
Mass Transit 
1. Do cities and metropolitan areas realize the 
essential nature of transit? 
2. Should there be an attempt to improve transit 
operation by a definite public policy for the co-ordinated 
use of highway facilities, possibly with some preferential 
treatment of the transit vehicle? 
3. Should encouragement be given to transit riding 
by reducing delays through measures such as prohibition of 
curb parking on business streets, and regulation of fee 
schedules for off-street parking so as to discourage all 
day parking, and thus converting preference drivers of auto­
mobiles to transit riders? 
4. Who should own and operate transit companies? 
Should they be privately owned and operated, publicly owned 
and operated, or some combination of the two? 
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5 . Should transit be relieved of the tight regula­
tions commonly administered to utilities? 
6. Should recognition be given to the fact, through 
easement of regulation, restrictions, and controls, that 
public transit is no longer a monopoly, but is highly com­
petitive? 
7. Will easement of regulations lead to more efficient 
operation by possible more-ready adaptation to changing con­
ditions? 
8. Does state utility regulation of transit mean slow 
action and action that is not thoroughly acquainted with the 
specific problem of the concerned cities? 
9. Would regulation at the city or metropolitan level 
improve the transit situation; especially since this area 
would be more intimately acquainted with and interested in a 
good transit program? 
10. If utility regulation of transit were transferred 
to the city or metropolitan area, what agency should assume 
the regulating responsibility? 
11. What can be done about the many men and vehicles 
that are used by transit only at peak periods? Must they 
remain idle during the rest of the day? 
12. Should transit be subsidized? 
13. What type of transit vehicle (trolley coaches 
which are electric and rubber-tired, street cars on rails, 
gasoline rubber-tired buses) should be used? Should the 
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type vary .according to the characteristics of certain 
service areas or should there be a uniform selection? 
14. Are existing fare schemes adequate? 
15. Is the zone fare equitable? 
16. Should there be special fares for special 
conditions, e.g., short haul fares, varying rates based 
upon the time when service is used such as midday shopping 
fares, differential rates in thin traffic territory where 
service cannot be rendered at a standard flat rate, special 
fares for express service? 
17. Would the multiple trip ticket system, allowing 
special tickets according to type of trip and time of day, 
work better than the weekly pass? 
18. Should there be "exact and protected returns" 
to the Investor rather than the present "fair return" which 
results in so much drawn out litigation? 
19. Is there proper planning for the capital costs 
and financing of modernization? 
20. Is overcapitalization a problem of private owner 
ship of transit? 
21. What is the proper method to plan for the annual 
costs of furnishing proper services? 
22. Does inadequate scheduling put buses ahead of 
schedule or make them late, and jam-up buses in the CBD? 
23. Does lack of circumferential connectors force 
cross-town passengers to travel to the CBD to make necessary 
changes? 
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24. Are loading and unloading stops properly located? 
25. How does transit routing Influence land develop­
ment? 
26. Are adequate provisions made on the expressways 
for use by transit? 
27. Are passenger complaints of discourteous drivers, 
rough riding, crowded buses, etc., given proper attention? 
28. How can transit persuade other commercial 
Interests and local governments to take an interest in 
giving them constructive aid? 
29. How can transit induce the public to make more 
use of their service? 
30. Is it really necessary, in the public interest, 
to try to preserve public transit at all? 
31. If so, are cities willing to pay for the service 
that they seem to expect? 
32. If not, are there some new developments in the 
offing which can preserve at a reasonable cost the mobility 
that cities need? 
Intercity and Interstate Buses 
1. Should these buses be routed on the heavily 
traveled streets of the CBD? 
2. Should their routings be limited to the highways 
outside the CBD, expressways, or definite streets within 
the CBD? 
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3. Are adequate accommodations made on the bus 
terminal property for passenger parking and pick-up? 
4. Where should bus terminals be located? 
5. Have owners taken proper advantage of state 
highways and expressways in planning terminal locations? 
6. Are passenger stations well located in relation 
to other modes of transportation? 
Railroads 
1. To what extent does the Chinese Wall created by 
railroads divide, block, and prohibit expansion of the CBD? 
2. What part could redevelopment play in the Chinese 
Wall picture? 
3. Should passenger and freight terminals be located 
in the CBD? 
4. Is duplication of passenger and freight facilities 
necessary? 
5. Would a union passenger and freight terminal, and 
joint use of trackage better serve the needs of the city and 
the railroads? 
6. Would by-pass belt lines with jointly used classi­
fication yards better serve large freight users which are 
located outside the CBD? (Combined with trucking service 
carrying freight into CBD users.) 
7. What can be done about grade crossings? 
8. Could existing rail lines be used for mass transit? 
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9. Are freight terminals properly located in relation 
to picking up and moving goods to customers? 
10. Are passenger and freight terminals properly lo­
cated in relation to other modes of transportation? 
Trucking 
1. How costly to truckers and merchants is the delay 
in moving goods caused by CBD traffic congestion? 
2. Would early morning and late evening pick-up and 
delivery hours decrease costs of truckers and merchants, 
and at the same time improve traffic conditions for all the 
CBD? 
3. Should the city tax truckers according to the 
time when they use CBD streets? 
4. What regulations should the city require for 
loading and unloading spaces for trucks? 
The Helicopter and The Monorail 
1. How will these new modes of transportation fit 
into the life of the CBD? 
2. Will both be used effectively for movement of 
goods and people? 
3 . How will they affect the economic status of 
other modes of transportation? 
4. How will their necessary physical facilities fit 
into the CBD land use pattern? 
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Parking 
Supply and Demand 
1. How much of the GBD can be used in supplying 
parking facilities? What portion, Irrespective of cost, 
can be given to parking without jeopardizing the CBD? 
2. Is there a greater demand than supply? 
3. Is the parking supply properly located in 
relation to land use traffic generators? 
Organization, Ownership, and Operation 
1* Should there be a public parking authority? 
2. If so, should It have public powers to lease, 
purchase, and condemn land for parking purposes, and lease 
or sell, subject to restrictions, to private investors? 
3. What type of ownership and operation should be 
used: public ownership and operation, private ownership 
and operation, or some form of combination? 
Rates and Time Demand 
1. Should selective parking rates at curb In re­
lation to curb demand be used rather than present flat-rate 
system? 
2. Should selective parking rates be used in garages 
in relation to the type of demand in that specific area? 
3. Should all-day parkers be allowed to use parking 
spaces in areas generating short-time parking traffic? 
150 
4, Are rates in such areas (3) high enough to 
encourage the all-day parker to seek accommodations else­
where? 
5. Is there a greater demand for short-time parking 
than all-day parking in the OBD and, if so, do the parking 
operators tend to give the correct proportionate share of 
such spaces to short-time parkers? 
Cost Factors of Off-Street Parking 
1. What type of facility is appropriate for 
specific areas of the CBD in relation to land use, economic 
and demand factors? (Lots, aboveground, below ground, or 
combination facilities), 
2. What is the effect of subsidiary uses? Would 
car servicing, or renting of first floor to commercial 
interests better serve the need of the garage owner? 
Would this type of additional service or use make garages 
more appealing from the investment viewpoint? 
3. Do building and fire code restrictions con­
cerning fire prevention, type of construction, etc., need 
reworking in view of the special needs of garages? 
4. Can builder costs of construction and design 
layout be improved enough through proper study with compe­
tent architects, etc., to make investment more appealing? 
5. How can overhead costs in garage operation be 
reduced? (Self-service, new garage types, better design 
requiring fewer attendants and less maintenance). 
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Financing and Budgeting 
1. What method should be used in financing parking 
facilities? 
2. Should public funds be used to provide parking 
facilities and, if so, to what extent? 
3. Should publicly owned facilities be financed by 
general revenues, general obligation bonds, revenue bonds, 
or special assessments? 
4. What effect will subsidized municipal facilities 
have on existing private commercial facilities? 
5. What combination of public and private financing 
could be used? 
6. What are the factors in selecting the method of 
financing: legal limitations, cost of parking facility, 
distribution of costs among beneficiaries? 
7. What are the factors In estimating operating 
expenses ? 
8. What are the factors in estimating and budgeting 
operating revenues? 
Fringe Parking and Shuttle Bus Service 
1. Can CBD parking demand be lowered by the use of 
parking facilities outside the CBD, such as fringe lots 
combined with shuttle-bus service? 
2, Are fringe lots and shuttle-bus service practical 
only for certain minimum size cities; perhaps 500,000 popula­
tion? 
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3. Is advance and continuing publicity an important 
factor in the success of fringe lots? 
4. Are fringe parking lots located and buses routed 
in proper relation to the origin of customers and their GBD 
destinations? 
5. Should the fringe lots be located in terms of where 
the people come from rather than where they are going in the 
CBD? 
6. Is there a proper or minimum size for successful 
fringe parking lots? 
7* Is a system of two-v/ay passenger loadings between 
opposing terminals, with the right of pick-up for short haul 
passengers, a fundamental factor for the financial soundness 
of fringe lots and bus service? 
8. Does the appearance of parking lots affect their 
success ? 
9. Are proper fares being charged for parking and 
bus service? 
10. Is the bus service frequent enough to persuade 
customers to use parking lots and shuttle-bus service? 
Parking Garage Design 
1. Are exits and entrances properly located, 
impeding the traffic flow to the minimum? 
2. Should left turns in and out of garages be per­
mitted? 
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3. Is the reservoir space In attendant-parking 
garages large enough to absorb peak flows exceeding the 
rate at which vehicles can be stored? 
4. How can compensation be made for inadequate 
reservoir 3 p a c e ? 
5. What are the determining factors in selecting 
the type ramp most suitable for a particular garage: 
One-way ramps, two-way ramps, clearway ramps, parallel 
straight ramp, staggered floor ramps, circular ramp? 
6. What should be the considerations in the layout 
of storage floors? 
7. How can faulty operating techniques, Involved 
In handling cars, number of necessary attendants, and 
identification tickets, be improved? 
8. Are there desirable features of a garage site 
other than a rectangular site, minimum dimensions of 
1 2 0 l x l 2 0 t , location on or near major arterial streets, 
location on side of CBD toward the origin of most potential 
parkers, location allowing main flows of vehicles to arrive 
and depart by making only right hand turns to enter and 
exit, access on two or more streets, location on sloping 
land which allows use of multiple entrances and exits to 
different levels without ramps. 
9. What should be the design standards for entrances 
and exits, Inbound reservoir space, outbound reservoir space, 
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parking stalls, access aisles, parking floor construction, 
ramps and curbs? 
Combined Regulation of Traffic, 
Transportation, and Parking 
Necessity 
1. Is there necessity for an agency to co-ordinate 
policies of traffic, transportation, and parking? People 
and goods must move over the streets of the CBD, using 
private cars, mass transit, intercity buses, railroads, and 
trucks. All these vehicles of transport cannot be accom­
modated on the city streets or in the parking terminals as 
they are now being used..Could each type of demand be served 
more effectively through co-ordinated efforts? 
Organization and Function 
1. If such an agency were formed, where would it 
beat be located in the city or metropolitan structure: as 
a new department, an existing department, an authority? 
2. Would its basic objectives be to economize the 
utilization of street space for the combination of the many 
varieties of vehicular traffic, especially in the major 
thoroughfares that run through the CBD and extend to the 
outlying residential areas, and co-ordinating the necessary 
parking facilities? 
3. What would such an agency actually program In 
relation to the CBD: survey basic traffic flows of all 
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types of traffic; plan service according to traffic flows; 
promote use of mass transit by adopting financial policy 
to cover cost of service, adjusting fares to service objec­
tives; establishing co-ordination between city and transit 
management; provide continuous planning and administration 
for over-all city control of transportation? 
4. Would its functions include traffic regulatory 
powers of the police department, traffic engineering 
functions of the traffic engineer, parking lot and garage 
locations and construction, and regulating the policies 
of mass transit? 
5. In addition to policy making and administrative 
functions should certain fiscal duties be provided for in 
the form of taxing powers? 
Land Use 
Traffic Generation 
1. What amount of traffic do different land uses 
generate? 
2. What is the relation of the land uses to street 
capacities ? 
Zoning 
1. What types of land use should zoning ordinances 
allow in the CBD? 
2. What can be done about non-conforming uses of 
the CBD? 
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3. Does lack of land use control, or poorly directed 
control, admit land uses into the CBD which are inappropriately 
situated from a community wide viewpoint? 
4. Would a refined type of zoning be feasible, used 
to better adjust activity to environment and to exclude uses 
locationally not appropriate from districts where their 
existence will increase over-all friction for the city? 
Taxing 
1. What should be the city's policy in taxing the CBD 
land uses? 
Centralization and Decentralization 
Centralization 
1. How does centralization strengthen the CBD? 
2. How does centralization affect the opportunities 
for competitive shopping? 
3. How can land use zoning aid CBD centralization? 
4. How does centralization in the CBD decrease the 
cost of friction and improve the general economic conditions 
of a city? 
Decentralization 
1. What types of business enterprise are actually 
moving out of the CBD? (Industry...office and clerical 
type activities...types which have a minimum of local con­
tacts, where business is done largely by mall and telephone?) 
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2. Are cities mistaking urban growth for decentral­
ization and thus trying to deal with a situation which does 
not exist? 
3. What are the effects of outlying shopping centers 
on the CBD? Is it that peripheral retail expansion is taking 
place at the expense of the CBD, meaning that the CBD will 
ultimately decline in volume of business and in land values? 
Or is it that peripheral growth is consistent with and pro­
portionate to the population increase and growth of the 
urban area, meaning that the CBD will continue to grow as 
population Increases, though perhaps at a slower rate than 
the population increase? 
4. Why are some CBD enterprises moving to the edge 
of the CBD: normal growth; CBD congestion; lack of parking 
space; poor transit service? 
5. Are the new Industrial and commercial facilities 
developing around new outlying industrial developments due 
to decentralization only in a minor degree, and mainly in 
response to a new growth of industrial facilities, instead 
of a move by existing industries and commerce to the out­
skirts? 
6. Is the continuing replacement of less intensive 
commercial uses in the CBD by the more Intensive uses a 
desired form of decentralization since it begets central­
ization and a better concentration of the proper CBD 
activities ? 
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7. As long as the GBD remains readily accessible to 
the people and the large variety and availability of goods is 
offered the shopper, should there be a great fear of the 
future for the GBD? 
8. Does urban redevelopment offer the CBD oppor­
tunity to develop areas which can be used by new or expand­
ing CBD business, keeping such business from locating out­
side the CBD because of lack of suitable CBD property, 
street traffic and parking problems? 
9. What effect will new developments in electronics 
have on decentralization in the CBD? 
10. What effect will military considerations have on 
decentralization in the CBD? 
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APPENDIX II 
FLOOR SPACE 3 U R V 3 Y FOR T H 3 STUDY ARBA 
The information in Tables 2 and 3 of this appendix 
is based on a floor space survey made by the Atlanta Metro­
politan Planning Commission, The original space figures 
were compiled under nine categories which were Retail Trade, 
Sating and Drinking, Retail Services, Hotels, Structural 
Parking, Offices, Manufacturing, Wholesaling and Warehous­
ing, and All others (including theaters, hospitals, churches, 
clubs, community services, and transportation). 
For the purposes of this thesis, these nine categories 
were grouped into the three functional combinations discus­
sed in Chapter I: Retailing and Consumer Services, Business 
Services and Wholesaling without Stock, and Wholesaling With 
Stock and Manufacturing. To form the functional combination 
of Retailing and Consumer Services, the following categories 
were grouped together; Retail Trade, Eating and Drinking, 
Retail Services, Hotels, Structural Parking, and All Others. 
The Office category was used to form the functional group­
ing of Business Services and Wholesaling without Stock. 
The final functional combination of Wholesaling with Stock 
and Manufacturing was formed by grouping the categories of 
Manufacturing and Wholesaling and Warehousing. 
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Table 2 first lists the grid area and the blocks 
within each grid as illustrated in Figure 2. Next is 
shown the square feet of floor space in each block that 
is devoted to each of the three functional combinations. 
The following column shows the square feet of ground area 
in each block which was measured from the property lines, 
excluding streets and sidewalks. The figures in the total 
floor space column are the sum of floor space in each block 
for the three functional combinations. 
The last four columns show the floor spac9 to ground 
space density ratio for each block. The first of these 
columns gives the ratio figure for the total floor space 
to total ground space and the next three columns show the 
ratio of floor space for each functional combination to the 
total ground space. 
At the bottom of the block figures for each grid 
area under "Area Total" is shown the total square feet of 
floor space in each grid devoted to each functional com­
bination, the total ground space on the grid area, the 
total floor space, and the density ratios based on the 
total figures for each grid area. The next line is "Per 
Gent of All Areas." For each functional combination, this 
line shows what percentage of all the floor space in each 
combination is found within the individual grid areas. 
This same relationship applies to the percentage figures 
for the total floor space, and total ground space in each 
grid. 
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Table 3 groups together the total figures for each 
grid for reading convenience and also lists the total 
amount of space for all grid areas by each functional 
combination, the total of all floor space for all grid 
areas, and the total of all ground space for all grid 
areas. 
Table 2. Floor Space, Ground Space, and Density Ratio by Block and Area for the Three 
Functional Combinations. 
Retail & Bus.Ser.& Wholesale Total Total 
Consumer Whlse.with- with Stock Ground Floor 
Services out Stock and >ifg. Space Space 
Floor/Ground cipace 
Density Ratios 























Area Total 426,540 










































































1,275,771 1,578,489 2,031,362 


































Area Total 423,794 
, 0 of All ^reas 2.67/* 
981,872 784,688 1,705,046 2,190,354 
11.07>. 10.04,0 8.47/0 6.73/o 
3.00 — — 3.00 
1.40 • 30 1.10 
1.70 .42 .18 1.10 1.60 1.20 .10 .35 
3.50 .50 .50 2.50 
.69 .03 .04 .61 
.24 .21 .03 — 
1.07 .07 1.00 
.41 .06 .07 .28 1.21 .22 .12 .87 
-72 .10 .61 
.75 .09 .76 
1.29 .27 .21 .81 
1.19 • 50 .01 .68 
2.36 .18 .19 1.99 
1.08 .21 .87 — 
4.35 .02 4.33 -— 
.84 -10 .74 .11 .09 — .02 
1.55 .21 .03 1.31 1.10 .73 — .38 
.37 .05 .32 
.30 .23 .04 .09 
.34 .33 — .01 
.88 .15 .73 
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Area Total 2,006,503 

























192,904 2,67 1 .50 
1A),2,444 1.97 1.43 
435,702 2.49 .92 
1,092,328 4.70 4.2t> 
274,146 3.39 3.60 
267,310 2,44 1.13 
139,534 2.34 1.45 
143,033 • 44 . 44 















6136 7 26,700 142,130 191,099 163,380 .38 .14 .74 
3 122,132 3,023 43,010 171,310 173,215 1 .01 .71 .05 .25 
9 241,344 224,036 151,635 465,930 3.07 1.60 1.47 
10 416,633 7,545 126,927 154,242 551,110 3.57 2.70 .05 .82 
13 449,853 32,215 5,435 153,033 487,503 3.18 2.94 .21 .03 
19 92,222 10,242 176,922 138,610 279,386 2.02 .67 .07 1.23 
20 3,233 8,372 154,666 92,545 171 ,321 1.35 .10 .10 I.65 
21 24,710 289,093 342,035 304,000 655,343 2.16 .03 .95 1-13 
24 113,146 23 ,620 35,630 141,766 I.65 1.32 — .33 
25 160,231 32,359 6,358 69,635 249,443 3.43 2 .40 1.13 .10 
Area Total 1,552,924 304,120 333,973 1,512,344 3 ,246,017 2 .15 1.03 .53 
% of All Areas 9.6*0$ 9 .07,. 11.37/0 7.52/* 9.97,* 
Total Retail O f f . i-if&. 
Area Block 
Retail & Bus.3er.6c Wholesale 
Consumer Whlse.with- with Stock 































Area Total 1,075,043 
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748,412 556,823 1,378,744 










































































1.97 .66 1.10 .21 
-6.79 .32 16.47 —~ 
3.51 2.91 .60 
1.73 .78 .54 .41 
4.40 3.66 .50 .24 
6.38 1.69 4.69 
2.25 2.05 .01 .19 
1.62 .49 .24 .89 
1.75 .24 1.31 .20 
1.99 1.50 .04 .45 
4.12 1.79 2.01 .32 
3.42 1.58 1.83 
.91 .48 .13 .30 
.61 .35 .11 .15 
1.59 1.51 .08 
2.09 1,12 .70 .27 
I » 
OS 
Total Retail Off. Mfg. 
Retail oc bus.Ser.Sc Wholesale Total Total Floor/Ground Space 
Consumer Whlse.with- with Stock Ground Floor Density Ratio 
Services out Stock and Mfg. Space Space 
Area Block ~ In Square Feet of Space Total Retail Off. Mfg. 
6134 60 57,842 2,670 134,290 179,225 194,302 1.09 .32 .02 .75 
61 65,493 23,762 51,450 257,050 145,705 .57 .26 .11 .20 
30 20,730 4,617 115,313 214,000 141,210 .66 .10 .02 .54 
36 31,332 3,515 49,906 214,000 35,303 .40 .15 .02 .23 
95 14,720 77,561 216,000 92,231 .43 .07 — .36 
96 3,545 91,969 214,485 90,514 .42 .04 — .33 
Area Total 199,262 39,564 510,989 1,294,760 749,315 .53 .15 .03 .40 
fo of All Areas 1.26 / 0 .45/* 6.53/* 6.43;* 2.30$ 
6132 26 337,412 273,010 
29 21,114 160,591 
30 171,531 159,700 
40 30,393 213,321 
41 48,989 121,916 
42 54,034 491,714 
43 33,254 217,296 
44 10,209 130,616 
51 147,343 12,248 
52 49,731 162,979 
53 67,789 103,211 
54 3,159 255,941 
55 116,332 35,799 
65 78,507 73,996 
66 66,542 103,315 




75 341,970 93,400 
23,020 144,621 633,442 
169,400 63,619 351,105 
24,233 221,250 355,569 
36,966 294,719 
33,453 170,095 
570 41,743 540,308 
42,763 250,550 
1,390 45,400 142,715 
15,440 37,330 175,531 
4,464 39,400 217,228 
39,006 171,000 
35,034 264,100 
5,333 24,437 157,964 
35,066 152,503 
4,023 39,004 173,755 
33,612 135,151 
33,300 8,390 
34,711 33,220 49,304 
39,000 178,474 
38,308 435,370 
4.41 2.33 1.89 .19 
5.11 .31 2.34 2.46 
1.66 .77 .72 .17 
7.97 2.19 5.73 . . . 
5.03 1.45 3.63 —. 
13.03 1.30 11.77 .01 
5.36 .73 5.03 — — 
3.14 .23 2.37 .04 
4.64 3.91 .32 .41 
5.51 1.26 4.14 .11 
4.38 1.74 2.64 
7.53 .23 7.30 
6.45 4.75 I.46 .24 
4.35 2.24 2.11 -— 
4.53 1.70 2.73 .10 
4.79 3.20 1.59 
.21 .21 
1.29 .38 -— .91 
4-53 4.53 
11.22 b • 81 2.41 
Area Block 
Retail & Bus.Ser .oc Wholesale Total Total 
Consumer Whlse.with- with Stock Ground Floor 
Services out Stock and Mfg. Space Space 


















































Area Total 3,454,097 3,020,602 290,570 1,395,426 6,764,512 4.53 2.47 2.17 




6131 45 20,358 55,018 36,460 75,376 .37 .24 — .63 
46 61,265 103,495 39,765 169,760 1.39 .68 1.21 
49 65,312 2,090 95,267 105,531 163,169 1.55 .62 .02 .91 
50 13,315 15,626 20,500 43,405 54,941 1.14 .39 .33 .42 
69 104,035 12,156 16,604 34,535 132,795 1.57 1.23 .14 .20 
72 203,919 34,432 37,774 124,647 327,130 2.63 1.64 .63 .31 
85 17,789 1,350 13,454 19,139 1.42 1.32 — .10 
421 49,435 52,046 111,530 75,057 213,011 2.34 .66 .69 1.49 
441 30,000 532,000 30r,000 .15 — .15 
443 302,546 112,375 302,546 2.68 — — 2.63 
Area Total 541,423 166,350 330,089 1,337,929 1,537,367 1.11 .39 .12 .60 






71 1,676 2,725 
102 7,320 8,636 
444 3,334 3,250 
3,132 27,195 56,533 
63,515 117,115 103,534 
17,235 113,354 36,745 
267,791 127,093 272,192 
16,471 157,896 32,927 
61,245 96,320 77,379 
2.08 1.96 .12 
.93 .29 .06 .53 
.32 .17 .15 
2.14 .01 .02 2.11 
.21 .05 .06 .10 
.30 .09 .03 .63 
Total Retail Off. kEg. 
Floor/Ground opace 
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906,759 1.U4 .16 .03 .85 
2.79/o 
6124 90 116,022 33,900 152,434 149,922 .98 .76 — .22 
91 164,319 150,000 164,319 1.10 1.10 
92 96,929 7,200 2,660 150,000 106,789 .71 .65 .04 .02 
99 114,796 3,232 60,154 147,376 178,182 1.21 .78 .02 .41 
100 68,665 6,736 57,948 154,836 133,349 .86 .44 .04 .38 
101 21,039 4,160 27,370 147,820 52,569 .36 .14 .03 .19 
207 49,067 22,98o 68,208 72,055 1.10 .71 — .39 
213 46,298 7,841 67,275 54,139 .81 .68 — .13 
217 6,075 13,666 27,314 74,800 47,055 .03 .08 .18 .37 
220 80,256 47,160 13,095 124,362 140,511 1.13 .65 .38 .10 
Area Total 763,466 82,156 253,270 1,237,111 1,098,890 .89 .02 .07 .20 
P of All Areas 4.82/* • .93/3 3.24;^ 6.15/0 3.3&V 
6125 93 150,817 113,235 142,570 156,400 406,b22 
94 132,162 15,000 o2,760 198.000 209,922 
97 241,778 196,612 241,778 
98 140,585 34,744 155,618 175,329 1.13 .90 — .23 
202 36,575 22,650 117,895 59,225 
208 203,246 3,080 24,065 342,093 230,391 
221 130,771 69,610 66,779 108,300 267,160 
AreaTotal 1,035,934 200,925 353,568 1,274,918 1,590,427 
% of All Areas 6.53;o 2.26^ 4.52;o 6.34/0 4.89;, 
2.60 .96 .72 
1.06 .67 .08 .31 
1.23 1.23 — 
• 50 .31 .19 
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I.05 .65 .23 .17 
Total Retail Off, frlfg. 
Table 3« Floor Space for each Functional Combination by Grid Area. Total Floor Space 
and Ground Space for each Grid Area. 
R e t a i l & 
Consumer 
Services 























































































Totals 15,855,462 8,869,459 7 ,819,580 32,544,501 20,122,043 
1. Total Space in Study Area devoted to Business Services and wholesaling without 
Stock is 8,869,459 square f e e t , which is ZJ,25fo of a l l Floor Space in the Study Area. 
2. Total Floor Space in the Study Area devoted to Reta i l ing and Consumer cervices 
is 15,855,462 square f e e t , which is 48.72>i> of a l l Floor Space in the otudy Area. 
3. Total Floor Space in the Study Area devoted to 'wholesaling with Stock and kanufact-
uring is 7,819,580 square f e e t , which is 24.03^ of a l l Floor Space in the Study Area, 




1. Alderson and Sessions, Philadelphia Central District 
Study, Philadelphia: Philadelphia City Planning Com­
mission, 1951, 
2. Alevizos, John P. and Allen E, Beckwith, "What Every 
Retailer Should Know About the Downtown Dilemma, 1 1 
Harvard Business Review, January-February, 1954. 
3. Anderson, Nels and S. C. Lindeman, Urban Sociology, New 
York: F. S. Crofts and Co., 1928. 
4. Bartholomew, Harland, "Urban Land Uses," Harvard City 
Planning Studies, IV, Cambridge: Harvard University 
Pre3s, 1932. 
5. BIbbins, J. Rowland, "Rapid Transit Development and The 
Modern City Plan," Annals, vol. CXXXIII, September, 1927. 
6. Breese, Gerald William, The Daytime Population of The 
Central Business District of Chicago, Chicago: Univer­
sity of Chicago Press, 1949. 
7. Burgess, Ernest W., "The Growth of the City," The City 
edited by Robert E. Park, Ernest Burgess, and Roderick 
D. McKenzie, Chicago: University of Chicago Press, 1925. 
8. Canoyer, Helen G., Selecting A Store Location, Washington: 
United States Department of Commerce, 1946. 
9. Carroll, J. D. Jr., "Future of the Central Business Dist­
rict", Public Management, vol. XXXV, July, 1953. 
10. Colean, Miles, Renewing Our Cities, New York: The 
Twentieth Century Fund, 1953. 
11. Dorau, Herbert B., "Urbanism and the Future of Land 
Values," Appraisal Journal, January, 1949. 
12. Dorau, Herbert B., and Albert A. Himnan, Urban Land 
Economics, New York: McMillan Company, 1928. 
171 
13. Eberle, George J., The Business District. Los Angeles: 
Pacific Southwest Academy of Political and Social 
Science, 1941. 
14. "Flight to the Suburbs," Time, vol. LXIII, no. 12, 
March 22, 1954. 
15. Firey, Walter, Land Use In Central Boston, Cambridge: 
Harvard University Press, 1946. 
16. Fisher, Howard T., "The Impact of New Shopping Centers 
Upon Established Business Districts," Planning and 
Civic Annual, Washington, 1950. 
17. Gallagher, Richard, "Traffic Engineering Can Be Applied 
to Practical Business Problems," Traffic Quarterly, 
vol. Ill, no. 1, January, 1949. 
18. Gist, Noel P. and L. A. Halbert, Urban Society, New York: 
Thomas Y. Crowell Co., 1950. 
19. Haig, Robert M., Major Economic Factors In Metropolitan 
Growth and Arrangement, New York: Regional Plan of New 
York and its Environs, 1927. 
20. Harris, Chauncy 0., and Edward L. Ullman, "Nature of 
Cities," The Annuals, vol, 242, November, 1945. 
21. Hartman, George W., "The Central Business District—A 
Study in Urban Geography," Economic Geography, vol. 26, 
no. 4, 1950. 
22. Hatt, Paul K., and Albert J. Relss, Jr., "Function of 
the Central Business District in the Metropolitan 
Community," Reader in Urban Sociology, Glencoe, Illinois: 
The Free Press, 1951. 
23. Hoover, Edgar M., The Location of Economic Activity, 
New York: McGraw-Hill, 1948. 
24. Hoyt, Homer, Structure and Growth of Residential Areas 
in American Cities, Federal Housing Administration. 
Washington: Government Printing Office, 1939. 
25. Hoyt, Homer, One Hundred Years of Land Values In Chicago, 
Chicago: University of Chicago Press, 1933. 
26. Hoyt, Homer, "What Are the Danger Signals Indicating 
Sharp Declines in Property Values?" National Real 
Estate Journal, July, 1944. 
172 
27 . Hoyt, Homer, "Structure of American Cities in the 
Postwar Era," American Journal of Sociology, vol. 48, 
1943. 
28. International City Manager's Association, Local 
Planning Administration, edited by Howard K. Menhinick. 
Second Edition, Chicago: International City Manager's 
Association, 1948. 
29. Issacs, Reginald R., Effects of Business and Industrial 
Location on Residential Areas, Washington: Federal 
Home Loan Bank, 1945. 
30. Johnson, Earl S., The Natural History of the Central 
Business District, With Particular Reference to Chicago, 
unpublished Ph.D. dissertation, Department of Sociology, 
University of Chicago, 1941. 
31. Learned, Edmund P., Problems In Marketing, New York: 
McGraw-Hill Inc., 1931T. 
3 2 . McKenzie, R. D., The Metropolitan Community, New York: 
McGraw-Hill, 1933' 
33. McMichael, Stanley L. and Robert P. Bingham, City 
Growth and Values, Cleveland: Stanley McMichael Pub­
lishing Organization, 1923. 
3 4 . Metropolitan Planning Commission, Economic Supplement 
to the Regional Land Use Plan, Atlanta: Atlanta 
Metropolitan Planning Commission, 1953. 
35. Metropolitan Planning Commission, Up Ahead, Atlanta: 
Metropolitan Planning Commission, 1953• 
36. Miller, John A., "Is the Down-Town Shopping Area Doomed?" 
Traffic Engineering, November, 1945. 
3 7 . Mosier, Jack M., "Reduction of Excessive Areas in Commer­
cial Zones," American Society of Planning Officials, 
Proceedings, 1949. 
38. Nirenstein, Nathan, "There'll Always be a Main Street," 
Appraisal Journal, January, 1947. 
39. Perry, Clarence Arthur, "The Neighborhood Unit, A 
Pattern for Planning Residential Developments," Neighbor­
hood and Community Planning, New York: Regional £lan of 
New York and its Environs, 1929. 
40. Proudfoot, M . J., "City Retail Structure," Economic 
Geography, vol. 13, 1937. 
173 
41. Queen, Stuart A. and David B. Carpenter, The American 
City, Hew York: McGraw-Hill, 1953. 
42. Quinn, James A., Human Ecology, New York: Prentice-Hall, 
Inc., 1950. 
43. Ratcliff, Richard U., The Dynamics of Efficiency in the 
Looatlonal Distribution of urban Activities, unpublished 
paper presented at Columbia University Bicentennial Cele­
bration, January, 1954. 
44. Ratcliff, Richard U., "The Problem of Retail Site Select­
ion," Michigan Business Studies, vol IX, no. 1, 1941. 
45. Regional Planning Committee, Planning For the Future of 
the Harrisburg Area, Harrisburg: Municipal League of 
Harrlsburg, 1940. 
46. Sheridan, L. J., "The Future of the CBD," Skyscraper 
Management, vol. XXVI, September, 1941. 
47. Smith, Wllber S., and Theodore Matson, "Will Large Cities 
Finally Succumb to Transportation Crises?" Traffic Quar­
terly, vol. VI, October, 1952. 
48. Thompson, J. Trueman, and Joseph T. Stegmaier, "The 
Effect of Building Space Usage on Traffic Generation and 
Parking Demand," Proceedings of the Highway Research 
Board, Washington, 1948. 
49. Traffic Survey Committee, Study and Recommendations for 
Improving Traffic Movement in the CBD, Chicago! Mayor 1s 
Traffic Survey Committee, 1950. 
50. Welch, Kenneth C•, "Location and Design of Shopping 
Centers," American Planning and Civic Annual, Washington, 
1951. 
51. Wiemer, Arthur M., Principles of Urban Real Estate, New 
York: The Ronald Press Co., 1948. 
52. Young, J. C., "Economic Effects of Expressways on 
Business and Land Values," Traffic Quarterly, vol. V, 
October, 1951. 
Bus Terminals 
1. Tobin, Austin J., "The Mid-Manhattan Bus Terminal of 
New York's Port Authority," Traffic Quarterly, vol. VI, 
January, 1952. 
174 
Centralization and Decentralization 
1. Bartholomew, Harland, "Des Moines Revises its City 
Plan to Control Decentralization," Planning and Civic 
Comment, January, 1941, 
2. Bartholomew, Harland, "Present and Ultimate Effect of 
Decentralization on American Cities," Real Estate 
Record, October, 1940. 
3. Bromfield, Louis, "The Flight from Cities," Town and 
Country Planning, Summer, 1949, 
4. Churchill, Henry S., "Influence of Traffic on Decentral­
ization of Cities," Institute of Traffic Engineers 
Proceedings, 1948, Chicago, October, 
5. Clark, Frederick P., "Concentration and Decentralization 
In the New York Metropolitan Region," Journal of the 
American Institute of Planners, Fall, 1950. 
6. Cleveland Chamber of Commerce, Decentralization -- A 
Problem in Cleveland's Future, Cleveland, 1941. 
7. Hoyt, Homer, "Forces of Urban Centralization and 
Decentralization," American Journal of Sociology, May, 
1941. 
8. Hoyt, Homer, "Urban Decentralization," Journal of Land 
and Public Utility Economics, August, 1940. 
9. Peel, Roy V., "Decentralization in American Cities," 
Businessman's Conference on Urban Problems Proceedings, 
Chicago, 1950. " ' 
10. Reeder, Leo, "The Central Area of Chicago A 
Reexamination of the Process of Decentralization," 
Journal of Land and Public Utility Economics, November, 
* 
Helicopters 
1. Planning Advisory Service, Heliports In the City Plan, 
P.A.S. Bulletin No. 52, July, 1953. 
2. Port of New York Authority, Transportation by Helicopter, 
New York: Port of New York Authority Aviation Depart-
ment, May, 1953. 
175 
Mass Transit 
1. American Transit Association, Transit Girds for the 
Future, New York, 1946. 
2. Bauer, John and Peter Costello, Transit Modernization 
and Street Traffic Control, Chicago: Public Administration 
Service, 1950. 
3. Bingham, Col. S. H., Downtown U.S.A. Is It Doomed? 
from an address before the United States Conference of 
Mayors, New York, May, 1952. 
4. Cincinnati City Planning Commission, Public Transit, 
Cincinnati, December, 1948. 
5. Davis, Homer E . and W. Norman Kennedy, Urban Mass 
Transportation, Los Angeles, presented at Fourth Annual 
California Street and Highway Conference, February, 1952. 
6. Georgia State Senate Transit Study Committee, A Flan for 
Transit Improvement in the Metropolitan Area of Atlanta, 
Georgia, Atlanta, 1953. 
7. Gordon, Charles, "The Place of Public Transportation in 
the Future City," Institute of Traffic Engineers 
Proceedings, 1944, Chicago, October. 
8. Groner, Powell C , "The Place of Public Transit in 
Community Planning," Planning and Civic Annual, Washington, 
1949. 
Parking 
1. American Society of Planning Officials, "Parking Clinic", 
American Society of Planning Officials Annual Proceedings, 
Chicago, 1952. 
2. Automotive Safety Foundation, P a r k i n g — H o w It is 
Financed, Prepared for National Retail Dry Goods Associa-
tion, New York, 1952. 
3. Beaumont, Allen B., "Financing Off-Street Parking," Pro­
ceedings of Third California Conference on Street and 
Highway Problems, University of California, Berkley. 1951. 
4. Canning, Y/illiam S., "Determining the Parking Requirements 
in a Business District," Institute of Traffic Engineers 
Proceedings, Chicago, 1940. 
176 
5. Charlotte, N. C , Traffic Engineering Department, 
Improvement Flan for Parking Facilities, Charlotte, 
January, 1952. 
6. Clark, Frederick P., "Adequate Parking in Business 
Areas," Traffic Quarterly, vol. V, April, 1951. 
7 . Cleveland City Planning Commission, Cleveland Down­
town Parking Survey--Final Report, Cleveland, 
October, 1952. 
8. De Leuw, Cather and Company, Parking Survey and 
Program for Fresno, California, Prepared for Mayor 
and City Commission of Fresno, California, July, 1950. 
9. Faustman, D. J., "Development of Sacramento's Off-Street 
Parking Program," Proceedings of Third California Con­
ference on Street and Highway Problems, University of 
California, Berkeley, 1951. 
10. Fisch, Fred W., "Plans for the Future of the Pedestrian," 
Institute of Traffic Engineers Proceedings, 1940, 
Chicago, October. 
11. Hall, Glenn, "Off-Street Parking—Abstract of Papers by 
Lester Brinkman and Glenn Hall," Journal of American 
Institute of Planners, Fall issue, 1948. 
12. Hanna, John T., "Factors Affecting Parker's Choice of 
Parking Lots or Garages," Traffic Quarterly, vol. Ill, 
October, 1949. 
13. Hendon, John F. and Howard D. Leake, "When Private 
Enterprise Furnishes Public Parking Facilities," 
Traffic Quarterly, vol. V, October, 1951. 
14. Jasper, Rufus G., "Pedestrian Control and Protection," 
Institute of Traffic Engineers Proceedings, 1940. 
Chicago, October. 
15. Knapp, Kenneth, "Character and Extent of Off-Street 
Parking," Planning and Civic Annual, Washington, 1950. 
16. LeCraw, Charles S., "Allentown Saves Its Shopping Area," 
Traffic Quarterly, vol. Ill, January, 1949. 
17. Levin, David R., "Coordinating All Parking Facilities 
Under the Unified System Concept," Traffic Quarterly, 
vol. VI, July, 1952. 
18. Lewis, Harold M . and C. Earl Morrow, "Layout and Design 
of Parking Lots: Aesthetic Considerations," Traffic 
Quarterly, vol. VI, January, 1952. 
177 
18a. Lewis, Taylor D., "Parking Problems," Traffic Quarterly, 
vol. V, April, 1951. 
19. Marsh, Burton W., "Parking and Terminal Problems," Traffic 
Engineering, February, 1945. 
20. Matson, Theodore M., "Parking Problems of American 
Cities," Planning and Civic Annual, Washington, 1950. 
21. McClure, Wesley C , "Developing Off-Street Parking," Pro­
ceedings of Third California Conference on Street and 
Highway Problems, University of California, Berkeley, 
i s s i . 
22. McCrosky, Theodore T., "Decentralization and Parking," 
Institute of Traffic Engineers Proceedings, Chicago, 
October, 1950. 
23. McNeil, Donald M., "Relieving Congestion in the Pittsburgh 
Business District," Institute of Traffic Engineers Pro­
ceedings , Chicago, October, 1940. 
24. Mickle, D. Grant, "Effect of Decentralization on Urban 
Traffic Problems," Institute of Traffic Engineers Pro­
ceedings , Chicago, October, 1940. 
25. Mickle, D. Grant, "Campaign for Detroit's Pedestrian 
Protection," Institute of Traffic Engineers Proceedings, 
Chicago, October, 1940. 
26. Mogren, Edward G., "A Review of Plans for Financing 
Municipal Off-Street Parking," Traffic Quarterly, vol, 
V, October, 1951. 
27. Mott, S, H. and M. S. Wehrly, "Automobile Parking in 
the Central Business District," Urban Land Institute, 
Technical Bulletin, No. 6, July, T94"6." ' 
28. Missouri State Highway Department, A Comprehensive 
Parking Survey of the St. Louis, Missouri, Central 
business District, St. Louis, Missouri State Highway 
Department in cooperation with the United States 
Bureau of Public Roads and St. Louis governmental 
agencies, 1951. 
29. Nolting, Orin F. and Paul Opperman, The Parking Problem 
In Central Business Districts, Chicago: Public Adminis-
tratlon Service, no. 64, iy38. 
30 . Osborne, Henry W f J "Relieving Congestion in the Flint 
Business District," Institute of Traffic Engineers Pro­
ceedings , Chicago, 1940. 
178 
31. Philadelphia City Planning Commission. Parking Demand 
in the Central City, November, 1947. 
32. Pratt, Charles 0., "The Department Store and Parking," 
Traffic Quarterly, vol. VI, January, 1952. 
33. Rhode Island Department of Public Works, A Parking 
Survey of the Providence Central Business District, 
Providence, 1945. 
34. Ricker, Edmund R., The Traffic Design of Parking 
Oarages, Satugutuck, Connecticut: The Eno Foundation, 
1949. 
35. Smith, Wilbur S., "The Relation of Traffic and Parking 
to Retail Business," Traffic Quarterly, vol. V, April, 
1951. 
36. Texas Highway Department, Parking Survey of the Dallas 
Central Business District, Dallas, 1951. 
3 7 . TJ. S. Chamber of Commerce, Chamber of Commerce Parking 
Clinic, Anderson, Indiana: Anderson Chamber of 
Commerce, September, 1952. 
38. , Off-S tr eet Parking, Wash-
ington: Chamber of Commerce Transportation and Com-
munication Department, 1949. 
39. Vogel, Joshua H. and Norbert F, Knecht, Parking of 
Motor Vehicles in Cities, Bureau of Governmental Re­
search and Services, University of Washington, Seattle, 
April, 1949. 
Traffic 
1. Architectural Forum, "Urban Traffic Forum," February, 
1953. 
2. Eberle, George, "The Retail Merchant's Interest in the 
Traffic Problem," Traffic Quarterly, vol. V, April, 
1951. 
3. Forbes, T. V/., "Psychotechnology in Traffic Studies," 
Traffic Quarterly, vol. Ill, April, 1949. 
4. Goetz, Col. Robert C. P., "Driver I.Q.," Traffic 
Quarterly, vol. VI, July, 1952. 
179 
5. Kincaid, H. Evert, "Relieving Downtown Congestion," 
Planning and Civic Annual, Washington, 1949. 
6. Klein, Alexander, "Solving the Traffic Problem," 
Traffic Quarterly, vol. Ill, July, 1949. 
7. Lawrence, David L., "Pittsburgh's Better Traffic 
Program," Traffic Quarterly, vol. Ill, October, 1949. 
8. Lee, Dorothy H•, "Portland Protects its Pedestrians," 
Traffic Quarterly, vol. VI, July, 1952. 
9. Soltmann, John T., "Ways in Which Traffic Situations 
Concern Chambers of Commerce," Traffic Quarterly, 
vol. Ill, July, 1949. 
10. U . S. Chamber of Commerce, Making Better Use of Today's 
Streets, Washington, 1947. 
Transportation 
1. Buckley, James C , "Comprehensive Transportation and 
Terminal Planning for Large Urban Centers," Journal of 
the American Institute of Planners, vol. XITI, Winter. 
OT; 
2. Landon, Charles E., Transportation, New York: William 
Sloan Assoc., 1951. 
3. U. S. Chamber of Commerce, Transportation Mobilization 
Roundtable, Washington, May, 1951. 
Trucking 
1. Goodwin, Charles A., "Truck Loading Facilities as 
Related to Parking," Traffic Engineering, February, 
1950. 
2. Knetzger, Austin C., "Fitting Truck Movement Efficiently 
Into the Traffic Problem," Traffic Quarterly, vol V, 
July, 1951. 
3. Liberty Mutual Insurance Company, Elements of Multiple-
Stop Pick-Up and Deliverly Operations in Urban Areas, 
Boston, 1950. 
4. Matson, Theodore M., "Parking and Truck Loading," 
Traffic Engineering, October, 1948. 
180 
5. McConochie, W. R., "Trucks, Traffic, and Terminals," 
Traffic Quarterly, vol. Ill, October, 1949. 
6. McCracken, George, "Ways and Means of Reducing Truck 
Loading and Unloading Congestion on Downtown Streets," 
Institute of Traffic Engineers Proceedings, 1948. 
7. II- S. Chamber of Commerce, Solutions to the Problem of 
Merchandise Pick-Up and Delivery in Business Districts, 
"Washington, 1950. 
Railroads 
1, Meeks, Carroll L. V., "Depots in the City Plan," 
Journal of the American Institute of Planners, vol. XIV, 
Spring, 1948. 
Redevelopment 
1. Architectural Forum, "Bob Dowling Climbs Philadelphia's 
Chinese Wall," April, 1953. 
2. , "Philadelphia's Hour of Decision," 
June, 1952. 
3. Armstrong, Robert H., "Obsolescence in Central City 
Areas," Traffic Engineering, March, 1944. 
4. Klove, Robert C , "Techniques for Delimiting Chicago's 
Blighted Areas," Journal of Land and Public Utility 
Economics, vol. XVII, 1941. 
5. Martin, Park H., "Pittsburgh's Golden Triangle," 
American Planning and Civic Annual, Washington, 1941. 
6. Ministry of Town and Country Planning, Redevelopment of 
Central Areas, London: H. M. Stationery Office, 1947. 
